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MR. HOLTON’S SMOKE STACK AND SPARK 
ARRESTER. 


The form of smoke-stack shown in the accompanying 
illustration has been in use on the Illinois Central Rail- 
road for more than two years past, and its advantages 
have been such as to induce its almost universal adop- 
tion on that road. Of the one hundred and seventy- 
nine locomotives owned by the company one hundred 
and seventy are now supplied with these stacks, and 
during the two years of their use not a single loss has 
been sustained by fire originating from sparks from loco- 
motives. This,as compared with the immense losses 
from this cause in previous years, is an unanswerable ar- 
gument in favor of their safety. Mr. S. J. Hayes, Super- 
intendent of Machinery, states that the engines now run 
much cleaner and steam more freely than with the broad- 
topped stack formerly used. It has been used on the II- 
linois Central entirely on coal-burning locomotives, but 
trial has shown that it works equally well on wood- 
burners, the only change necessary being the use of 
closer netting. 

The stack consists of an outside case A, with an inside 
pipe B, extending from the bottom of the stack to the 
point of the deflector C, the deflector being held in posi- 
tion by bolts E, or otherwise as convenient. The de- 
flector has a flange G, extending upward to support the 
netting D. The netting is arranged in the form of an 
inverted frustrum of a cone, extending from the deflect- 
or to the top of the stack, to which it is closely fitted, to 
prevent the escape of sparks. This arrangement pro- 
tects the netting from severe wear and presents a large 
surface in the most favorable form for the escape of gases 
and exhaust steam. It will readily be seen that the 
sparks will not be held against the netting by pressure 
from beneath, but are compelled to fall into the outside 
case, from which they are removed by means of the 
opening F, near the base of the stack. 

The Chicago & Northwestern Railway Company is now 
testing one of these stacks, and several of them are in use 
onthe Ohio & Mississippi Railroad. On the Houston & 
Texas Central Railroad the managers state that, with 
these attachments to their locomotives, cotton can be 
transported on open cars, which, with ordinary smoke- 
stacks, can never be done with safety. 

This invention has been patented by Mr. George Hol- 
ton, of this city, Master Mechanic of the Illinois Central 
Railroad, 











Testing Rails. 


Under the above head a correspondent of the Ameri- 
can Railway Times who signs himself A. E. (Alexander 
Elbers, we suppose), makes the following criticism on 
Sandberg’s specifications for rails, which were published 
and approved by the Hngineer, and have been published 
in THE RAILROAD GAZETTE: 

Mr. Sandberg’s specifications for extra iron rails in the 
Engineer have been widely published in the United 
States; the tests proposed by him are very superficial, 
and his specifications for extra iron rails are especially 
objectionable in the following: “The rail pile to have 
two layers of puddled-bar next to the top-slab, but the 
construction in other respects left to the option of the 
manufacturers.” This last proviso leaves just sufficient 
liberty to unscrupulous manufacturers to perpetuate the 
numerous accidents caused by broken rails. 

Stringent and careful specifications for the manufac- 
ture of the rail-base are just as necessary to insure the 
safety of life and limb, as the specification for the rail 








tops are for economy in wear; some persons of anti- 
quated ideas go even so far as to consider the life of a 
human being more important than the life of a rail. It 
may be answered that Mr. Sandberg’s rail-tests will be a 
sufficient guaranty against the use of improper material. 
However that may be with his tests of rails for heavy 
sections, such as are used in England, his tests for rails 
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mostly used in the United States, are entirely inadequate, 
and (in warm weather for instance) would frequently 
allow of the acceptance of the worst trash ever imported 
under the name of “common English rails,” or “best 
brands of Welsh rails,” which name is frequently substi- 
tuted for the former by irresponsible rail brokers. In 
order to show that the above remarks are not based alone 
on my individual opinion, I submit such extracts from 
the specifications and tests of the “German Railroad 
Union” (which comprises the majority and the largest 
railroads of Prussia and Northern Germany), as are 
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Smoke Stack and Spark Arrester. 


most in contrast with Mr. Sandberg’s specifications and 
tests for sections, similar to and not stronger than his 
5-inch high section, 75 pounds per yard: 
SPECIFICATIONS. 
ist. Material. 

a. The rail-top must consist of hard granular iron, to a 
depth of at least 34 inch in the finished rail, and the rail- 
base of soft fibrous iron, not less than 9-16 inch thick. 

b. The bars laid between top and bottom slabs must be 
of such quality as to weld well amongst each other, and 
to effect a gradual transition of the degree of welding 
heat [which is lowest in the top slab and highest in the 
bottom slab. This clause excludes the use of old rails of 
uncertain quality]. 

2d. Manufacture. 

a. All mill-bars or flats which are used in piling must 
be rolled from hammered blooms. 

b. Top-slabs, whether made from piles or solid blooms, 
must be hammered before rolling. 

c. The rail-piles must be hammered at full welding 
heat under a steam-hammer with not less than five tons 
falling weight, then reheated and rolled. 

The inspectors are allowed to test up to one per cent. 
of each lot, as follows: 

1. Rails to be broken by high pressure, by screw-press or 

hydraulic pressure. 

Pressure on the center of the rail, solid supports 3.28 
feet apart. Rail cut 14 inch in the head, broken bottom 
up. Rail cut 4 inch in the base, broken head up. The 
fracture surfaces (broken either way) must show per- 
fectly granular heads, fibrous flanges and no open welds. 

This test enables the inspector after very little prac- 
tice to ascertain whether the specifications in regard to 
the quality of the material have been adhered to, and 
also, to some extent, whether the weld is perfect. 

2. Drop Test. 

Half ton ram falling from 11.48 feet elevation on the 
centre of the rail; supports 3.28 feet. This test does 
not show the quality of material and weld; if the rail 





is broken by the sudden shock, the fibrous iron may 
break granular and the bad weld have no time to separ- 
ate. The drop-test shows only the endurance of rails 
against sudden shocks, and will show whether the iron 
has been sufficiently hammered or condensed. 

3. Limit of Hlasticity tested by constant pressure. 

Solid supports 3.28 feet apart. 

a. Twelve and a half tons weight are loaded on the 
centre of the rail, which after five minutes pressure must 
not show permanent set. 

b. Twenty-five tons weight applied in the same way 
for five minutes must not breqg the rail. 

These last tests, especially if the rails are broken 
thereafter for inspection, are the most conclusive as to 
the thorough manner of manufacture, and if more than 
ten per cent. of the rails so tested fail, the whole lot has 
to be refused by the inspector. If a rail be made of bad 
iron, the pile badly hammered or constructed, (the joints 
must be crossed and overlapped 38-16 inch.,) or other es- 
sential qualifications not adhered to, the rail will tell its 
own story within five minutes cross-examination much 
better than most inspectors at the works are apt to do. 

Inspectors at the works, as a general rule, are a nui- 
sance. If they are not competent to judge of the quali- 
ty of the rails when delivered, they are not likely to be- 
come experts in “iron cooking” by looking occasionally 
from a respectful distance into a puddling furnace. Few 
of them will have the nerve to take the same uncom- 
fortable stand-point of view from which the puddler has 
to manipulate the blazing metal for more than a few 
seconds. 

Rail-tests, as above stated. and based on the average 
quality and strength of good iron—no more and no less 
—area perfect safeguard to railroad companies when 
conscientiously made at home, after delivery of the rails, 
and when warranted by responsible parties. If specifi- 
cations are sometimes not adhered to by the manufac- 
turers, and yet the rails are of good quality, as the Hn- 
gineer says, railroad companies need not complain; but 
if the rails are of inferior quality to that which might 
have been expected from the adherence to the original 
specifications, it will be at the peril and loss of the man- 
ufacturers. This shifting of responsibility in sending 
rail-inspectors abroad is more or less attended by direct 
or indirect loss to the purchasers. Honest and compe- 
tent manufacturers can send their rails abroad without 
fear of inspection after the rails have already been de- 
livered, and the quality of railroad material as used in 
this country will materially improve if railroad mana- 
gers and purchasing agents will buy material on its 
merit, which can only be done when proper tests are 
instituted. 








Telegraph Consolidation. 


At the recent election of directors of the Franklin 
Telegraph Company, at Boston, a majority of the new 
board chosen are also directors of the Atlantic & Pacific 
Telegraph Company, and of the Union and Central Pa- 
cific Railroads, with whom arrangements for working & 
through line to California have been made, This result 
was not generally anticipated in telegraphic circles, and 
it was immediately concluded that it meant consolidation. 
It is probable, and in fact almost a certainty, that it will 
in due time lead to a practical alliance of all the princi- 
pal competing telegraph companies, but the matter has 
not yet proceeded as far as our enterprising daily con- 
temporaries announce. There has not been as yet any 
consolidation of the companics mentioned, even, and al- 
though a plan for future operations has been blocked out, 
and to some extent discussed, no definite decision has 
yet been reached. What the terms of this proposed al- 
liance, if effected, may be, it would be premature as yet 
to announce. In fact, any such announcement at this 
time is merely speculative and unreliable. 

We are assured, however, that the parties having this 
matter in charge are men of great business experience 
and talent, of broad and liberal views, and that as soon 
as conflicting interests can be harmonized we are to have 
a strong and reliable organization, which shall be able to 
supply needed telegraphic facilities to the whole country, 
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in place of the dozen, more or less, comparatively small, 
and for the most part pecuniarily embarrassed concerns, 
which maintain a suicidal competition not only with the 
Western Union Company but also to a considerable ex- 
tent with each other. 

We are satisfied that this movement is an important 
sign of progress in the right direction, and believe that 
common sense and good business management is soon to 
supersede the futile and impotent policy which has for 
some years past c rized telegraphic competition in 
this country.— The Telegrapher. 








Compensation for Railway Accidents. 


In the appendix for the Registrar-General’s Annual 
Report for 1868, which has just been published, there is 
rinted a dissertation by Dr. Farr on the causes of death, 
in which a considerable space is devoted to the subject 
of railway accidents. While the deductions drawn by 
the learned writer from the statistics which he adduces 
are occasionally hardly accurate, it may frankly be 
owned that on the whole he has taken an impartial 
view of a very difficult question, and that he has made 
many suggestions which the Select Committee, recently 
appointed on the motion of Mr. Denison, will do well to 
take into consideration. Mr. Farr pays a ey yee 
strong tribute to the — of railway traveling. He will 
not, indeed, allow that a first-class carriage is the safest 
of all possible places, but when he tells us that a railway 
season ticket-holder, who travels on an average an hour 
a day for 300 days, adds less than one-10,00Uth to the 
normal risk of ordinary life, most people will agree with 
him that the extra danger is hardly appreciable. The 
general chance is more than 8,000,000 to one that a& pas- 
senger will arrive at the end of his journey alive; and 
the chances are more than 360,000 to one against his 
being either injured or killed. Well may Mr. Farr sub- 
join the remark, that there is no safer kind of locomotion 
than railway traveling. : 
We quite agree with him when he states that this 
degree of safety “is only maintained by the laudible vig- 
ilance of the nae. get and of their officers;” but 
there is not so much correctness in his observation that 
this vigilance is —_ up by the heavy pecuniary fines to 
which the companies are liable for every iniury or death 
inflicted on a passenger by their default. e are not 
repared to deny that vigilance is naturally stimulated 
fe the knowledge that laxity will be productive of evil 


results; but apart altogether from the penalties 
to which Dr. Farr refers, the results of a 
railway accident, as Mr. Bright has clearly 


ointed out, are in themselves sufficiently punitive to in- 
Snes allcompanies diligently tostrive toavert them. The 
decreasing ratio of accidents since the years 1840-3 is 
not ascribable to any increase in the incidence of liability 
for claims at the instance of passengers, but to the im- 
proved appliances which earnest and able men connected 
with the railway interest have brought to bear upon se- 
curing an increase in the safety of railway eee 
and which have by Dr. Farr’s own showing so nearly 
realised the grand desideratum of absolute immunity 
from risk. In this view we hold that he forms an ut- 
terly erroneous conception of the rationale guiding rail- 
way authorities, when he expresses an apprehension that 
any relaxation of the existing safeguards might lead to 
an immediate increase of danger to passengers, so that 
the deaths injuries, and fears of travelers may become 
twice as great as they are now. Dr, Farr fails to re- 
cognize} that railway accidents entail other penalties 
than the claims of passengers, and that it is just as much 
for the interest of a company to establish a character for 
owning a “safe line” as it is for a medical man to be 
known as not habitually addicted to assassinating his 
patients. : 

Indeed, he devotes himself to the destruction of his 
own position. If his reasoning were sound, the heavier 
the penalties, no matter whether they were just or not, 
the greater the benefit to the public, so long as they did 
not swell to a magnitude that would force a company to 
suspend its operations. It would not matter what came 
of the money squeezed out of the company on account 
of an accident; it might be such a one as the New Cross 
accident, preventible by no method at the command of 
human management; the grosser the swindle, in short, 
under which rascally lawyers and jobbing doctors were 
enriched, the shrewder would the companies smart, and 
the more careful they would become. This is Dr. Farr’s 
reasoning wrought out to its logical conclusion. But his 
sound common sense overbalances his theory, and forces 
him to desist from ramming home his mistaken argument. 
He owns that the existing law, is satisfactory neither to 
the public at large nor to the companies. The public have 
been nurtured into the belief, that the railways like the 
tax-gatherer, are fair game, and when an opening occurs 
for making a claim, make one so outrageous that litiga- 
tion is an inevitable consequence. Sometimes, though it 
must be owned not alten, faries disappoint hopes inflated 
by greed; but far oftener, especially in the case of the 

oorer classes, the time for the ruin of the golden vision 
s only reached when a settlement comes to be made on 
a liberal “agent and client” footing. The companies are 
still more the victims of unscrupulous;litigation, and the 
sport of inconsiderate jurymen, warped by unblushingly 
prostituted medical evidence. It is for the interest of 
both parties, Dr. Farr acknowleges, that an equitable 
rem y should be provided for these evils, and he lays 
down four leading principles that have especially to be 
kept in view in securing this result. (1;) That to ensure 
the utmost care on the part of the railway authorities, 
loss of life or limb is to compensated, so far as this 
can be equitably done, by payments in money, bearing 
some reference to the economic value of thu party in- 
jured; (2), that the company should know beforehand 
the amount that it may be called upon to pay; (8), that 
both the company and the person injured should be 
relieved from any unnecessary expense in obtaining an 
equitable settlement; and (4), that the tribunal determin- 
ing the extent of injury, the value of the life, and the 
division of the blame, should be skillful and competent. 
We might be disposed to take exception to the principle 
of the first of these postulates, looking at the fact that 











to the company the economic value of the millionaire 
and his clerk is identical, so long as they travel in the 
same class, were it not that Dr. Farr, in the details 
which he gives of his proposed modus operandi, seems in 
a a measure to negative the consideration. 

e proposes that a stated and inelastic sum should be 
fixed, after careful inquiry, allocating to each of the 
three classes of railway passengers a certain compensa- 
tion for death, for which the company is exclusively 
liable ; and that there should also be a fixed graduated 
scale for accidents. Thus, if Dives and Lazarus were 
traveling together in a first-class carriage, and were both 
killed, the representatives of Lazarus would be entitled 
to exactly the same compensation as the sorrowing rela- 
tives of Dives. So much for accidents in which the 
liability of the company is not disputed. But Dr. Farr 
proposes also, in the case of passengers who meet their 
death through “their own misconduct or want of cau- 
tion,” that a small fine should be levied, on the old 
principle of the deodand, “ in order to enforce attention 
to the provisions of prevention on the part of the com- 
pany.” Why does not Dr. Farr propose that the 
company should furnish board, lodging, and washing for 
life, and, finally, find a grave and rear a tombstone, in 
the case of any one found unable from “causes over 
which has no control,” to pay his fare after he has stolen 
a journey by train? There is as much reason in the one 
suggestion as the other. Want of precaution on the 
part of a company is a term synonymous with negli- 
gence, and damages can already be recovered on proof 
of it; to penalise a company because it has not been 
able to avert the misconduct on the part of a passenger 
which ieads to his own hurt is an absurdity. 

Having established a stated tariff of compensation ac- 
cording to the class of the passenger, Dr. Farr proceeds 
to suggest machinery for enabling a passenger to appraise 
the value of his own life, according to his own estimate 
of its value up to the figure of £5, This course, it is 
proposed, shall be open to him, through facilities afforded 
by the company, which is to conduct a life assurance 
business, as well as carry passengers. The sum, whatever 
it may be, up to £5,000, is to be insured by a special 
premium paid by the passenger, is to be payable ab- 
solutely, no matter who is responsible for the cause of 
death, and is to be independent of, and in addition to 
the compensation covered by the tariff under the first 
head. Such an arrangement as this would be thank- 
fully hailed by the railway interest ; but it is only fair that 
the passenger should pay the whole premium covering 
the risk, not, as proposed by Mr. Farr, that the company 
should supplement a partial premium out of the reserve 
formed from the margin between the sum they should be 
called upon for under the tariff and that which is now 
exacted by the verdict of juries. No reserve can be al- 
located out of simple immunity from plunder. Another 
error may be pointed out into which Dr. Farr has fallen. 
As an illustration of the safety of railway traveling, he 
notes that a premium of one-eighth of a farthing will in- 
sure £1,000 against death fora single average journey, 
and, taking 600 journeys a-year, that 1s. 5d. will insure 
the same sum for ayear. He brings this calculation into 
use in estimating the actual premiums which would be 
payable under the arrangement we have just detailed, 
ignoring altogether the necessary loading on account of 
the expenses in which the system would involve the 
company. With regard to injuries, he proposes a similar 
bere of insurance, acknowledging the obvious fact that 
the.calculation of the premiums on non-fatal accidents will 
involve a minute and complicated preliminary inquiry. 
His suggestion that all the premiums should be paid into 
a common fund is scarcely practicable, unless an uni- 
formity of assiduity toward the prevention of accidents 
could be established. In assigning the compensation for 
non fatal injuries under the graduated tariff, Dr. Farr re- 
commends the establishment of a special court of arbitra- 
tion, consisting of a barrister, a surgeon, and an actuary, 
who would soon acquire experience, and be able to lay 
down general rules for future guidance. The last proposal 
is, perhaps, in a practical sense, the most valuable if any 
of his suggestions, and isa point for which we have con- 
tended for some time past.—Lendon Ratlway News. 
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Shippers at Cincinnati have often complained that the 
railroad companies discriminated against them in making 
their rates. A committee of the Board of Trade of that 
city appointed to consider this and other subjects, 
reported as follows: 

The Committee on Transportation, consisting of 
Messrs. N. Macneale, M. Loth and James J. Hooker, 
presented a somewhat elaborate report. The committee 
reiterate the complaint.that shippers have not furnished 
them with evidence on which to found good cases 
against the several lines of transportation regarding 
which accusations have been so freely made in the public 
press. In most directions there is sufficient competition 
to insure fair rates to — if they will carefully study 
their own interests and divest themselves of the idea 
that freight agents are their special instruments for the 
conduct of their business, when, on the contrary, they 
are interested parties in a contract to be made. There 
are many complaints of discrimination against Cincin- 
nati that seemed to be uncalled for. And yet it is true 
that shippers are subject to grievances in some direc- 
tions. Towards the South there is not proper competi- 
tion, and it is doubtless true that there is some ground 
for the numerous complaints of over-charges and delays 
on the Louisville & Nashville Railroad. Shippers have 
been called upon to furnish written statements of facts 
in relation to these cases, and a sub-committee has been 
appointed to proceed to Louisville and investigate the 
matter fully, as soon as the proper data are furnished 
them. But thus far but one house, that of White, Corbin 
& Bouve, has furnished the committee with any evidence 
upon the subject. 

The committee refer to the improper classification of 
certain articles in the freight tariff of some of the South- 
ern roads as one of the causes of the high rates to some 


points. For instance, ale and porter in wood are clas- 
sified, on the Memphis & Charleston and Nashville & 
Decatur roads, first-class, while the Louisville & Nash- 
ville, and ali Northern roads, classify the same article 
fourth-class. 

The great difficulty, however, is the fact that the 
Louisville & Nashville Railroad enjoys a substantia] 
monopoly of our Southern freight. The resumption of 
the line of packets which the Government found it nec. 
essary to establish during the war, running up the Ten- 
nessee river to Johnstonville, and connecting there with 
the road to Nashville, might afford partial relief. The 
first positive relief, however, would be found in the com- 
pletion of the Nashville & Henderson Railroad, and the 
competing route then offered to Nashville, via the Ohio 
ississippi and the Evansville & Crawfordsville roads 
to Henderson, and thence to Nashville. The Ohio & 
Mississippi road will doubtless be compelled to lay a 
broad gauge track from Vincennes to Evansville on the 
line of the Evansville & Cincinnati road. The Rock- 
port road may also afford some relief. 

But, after all, nothing will place us on a firm and sub- 
stantial basis except the construction of our grand trunk 
Southern road. The Committee remark that the public 
interest in this road, which is the most important project 
ever brought before our citizens, and an actual necessity 
for our commercial life, seems to have relaxed, and we 
are contented to wait for “something to turn up” in- 
stead of pushing forward regardless of opposing diff- 
culties. The committee remark: “The constant changes 
that are being made in classification of freight in the 
Southern roads, preventing positive time contracts for 
through freight; the professed inability of the Louisville 
& Nashville Railroad to carry all the freight offered 
them by our own and other cities; the uncertainty of 
river navigation; the blockade of the river by the Louis- 
ville bridge and the non-completion of the canal around 
the falls are great obstacles to our prosperity, but we 
hope to see these evils obviated by the means referred 
to.” 


The report then refers to the movement inaugurated 
at the last General Freight Agents’ Convention in 
Cleveland to secure a uniformity in the classification of 
freights on all the roads in the rege and expresses a 
hope that the new schedule will be adopted. he com- 
mittee express the opinion, however, that an entire 
abatement of the trouble can not be hoped for until the 
railroad business of the country has become so systema- 
tized as to authorize the establishment of a general 
clearing house for the settlement of accounts between 
individual roads similar in effect to the bank clearing 
house system. 

The report closes with the following remarks in rela- 
tion to the necessity for a line of water transportation to 
the East : 

“We have said that generally there is competition 
enough to insure fair rates of transportation to the 
various points we desire to reach, but we are much in 
need of a well organized line of water transportation to 
the East. Chicago obtains vastly lower rates on Eastern 
freight than we do, because water competition keeps 
down excessive railroad charges. It is — we 
might avail ourselves more of lake and canal transporta- 
tion than we do; but we are not prepared to give a 
matured opinion as yet on this subject. 

No doubt the completion of the Cheasapeake & Ohio 
Railroad will cheapen our Eastern freights, and the for- 
mation of a direct railroad connection with it will be of 
incalculable benefit to our city ; but we do not think our 
citizens should lose sight of the advantage that might be 
obtained by a well organized line of water transporta- 
tion toward the East, either by way of the lakes or 
James River Canal. 








The Study of Details. 





It cannot be impressed too forcibly upon the mind of 
the young engineer how important is a thorough com- 
prehension of all the details connected with engineering 
construction. All the great principles are easily learned ; 
the main elements of all steam engines are the same; the 
few principal parts which are to be found in one may be 
found in all, subject, it is true, to many variations, but in 
the main alike. The details or email parts which com- 
plete the machine have been the subjects of numerous 
improvements, and it is through their develop- 
ment that the steam engine has been brought to its 
present state of perfection. Without this development 
of details, we could not have to-day engines which could 
show over ninety per cent. of the theoretical effect of the 
steam. Even with all our modern improvements, the 
steam engines cannot by a | means be called an econ- 
omical source of power, for the boiler must pass 
through great changes before we can get the greater 
part of the heat developed by the coal, and turn it into 
power. But so far as the engine is concerned, we 
may well pride ourselves upon its performance 
and upon the state of perfection which it has reached. 
And is it not all through the improvements 
in the details? Is it not all brought about by 
the small changes, to which we hardly pay any 
attention at the beginning, but which, when com- 
bined with one another, produce results so great? 
The great art in designing all machinery is of course 
not to complicate the small parts, but on the other hand, 
to simplify them, and this can only be done by studying 
them in the most thorough manner. The great import- 
ance of details will then be seen, and particularly will 1t 
be noticed when we come to compare the working of two 
machines constructed for the same purpose but in differ- 
ent ways. One will work in the most satisfactory man- 
ner, and the other will be continually giving trouble. If 
we examine carefully, we will be almost certain to fin 
that the difference in the working of the two machines 
is due to the construction of their details. In one, asim- 
ple piece of machinery performs a certain function; 12 
the other, the designing will be much more complicated, 
and consequently more liable to get out of order. | The 
workman who is brought continually in contact with 





certain machine is often the one that makes the improve- 
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ments in it, and by his intimate knowledge of the ma 
chine and its construction he is led on to making those 
inventions and discoveries which surprise us when we 
consider the source from which they have sprung. 

The use of wrought or cast iron machinery isa con- 
sideration of the utmost importance, and in no position 
is it so necessary that careful study should be shown as 
in the proper use of these different metals. Many ma- 
chines are successful, or are much better than others, 
either so far as weight is concerned, or else ease and cor- 
rectness of workmanship, by a proper use of wrought or 
cast iron. Many parts of our steam engines are at pres- 
ent constructed of wrought iron which, some years ago, 
were always made of cast iron; and this has tended, ina 
great measure, towards the perfection of our modern 
machinery. This is particularly true of the marine en- 
gine, where lightness is of such vast importance. 
~ That which gives to the man who has gained his 
knowledge from practical experience a superiority over 
him who has learned everything from books or from 
others in the course of instruction at the scientific 
schools, is the important part that details take in all his 
plans and calculations. But then again he is apt to 
magnify them, and while considering them, he may shut 
his eyes to the great principles which stand out plainly 
before him, and in many cases he is arrested by misun- 
derstanding the laws of nature. The habit of noticing 
the vital details of machines is only to be acquired b 
practice ; but it is a thing we shouldall try to learn. We 
often find it greatly to our advantage to be able to 
produce some piece of machinery which we have seen, 
but to do so we must have a clear idea of those small but 
important parts and improvements which make the 
machine "perfect of its kind, and without which our 
reproduction would be worthless. If we do not take 
pains to acquire this habit of observation, it will soon 
force itself upon us as a necessity, and he who learns to 
observe rapidly and with certainty will be saved a world 
of trouble. This subject, in all its branches, could be 
carried much further ; indeed, it lies at the bottom of all 
correct engineering construction.—American Artisan. 








Report of the Qeorgia Railroad and Banking 
Company. 





The above company owns the railroad from Augusta, 
west to Atlanta, Ga., 171 miles long, with a branch from 
Camak (47 miles west of Augusta) south to Warrenton, 
four miles, one from Barnett (57 miles west of Augusta) 
north to Washington, 18 miles, and a third from Union 
Point (76 miles west of Augusta) north to Athens, 39 
miles. Thus it has in operation 232 miles of road. It 
also operates the Macon & Augusta road, now nearly 
completed from Warrenton to Macon, but its earnings 
are reported separately : 

The report for the year ending April 1, 1870, shows: 
Bh I ti 06 bnn sb anpheieneses<cacseusteasinace $1,352,029 55 








Charged with expenses, ordinary and extraordinary DR. 
and all other Tayments for and on account of the The road and its outfit........ tr eteeeeeeee sees $4,156,000 
WANES Socacaucteeesarsneisugeckesenacseeoer eseeeee 1,002,925 55 | Real estate.............s0e.-e0e 114,328 
——__—__—. | Banking house and lot 35,000 
Net from road earnings, after all payments for or on ac- Road expenses and expenditures for the road.. $985,176 
CRI OE BODE vas akon sv ape cide chitsiphtnh ees dusennt $349,104 00 | Incidental expenses and salaries. .............++ 12,279 
ENCE WE ces acccccocsseconbecbscessect 41,742 
The profits of the company, gross and net, from all | Tax to state of Georgia........................ 1,341 
> ‘ United States tax on Dividend No. 51.......... +796 
sources, may be stated thus; United States tax on Dividend No. 58.......... 8,000—$1,056,384 
Gross earnings of road . ............ $1,352,029 55 | Materials on hand for road............sessese+s 98, 
Dividends on stock, interest, rent, &c 83,740 19 | Stock of various companies. ... 1,103,564 
TERRI GE WOU. 6csv ins diced cdiccqccsnstesccsncsede<ce 20,414 11 | Bonds of companies, cities, &c. 79,400 
———- | Discounted notes..........ss.00 1,747 
Gross earnings and receipts from all sources............ $1,456,183 85 | Assessment on stock ..........6 2 coccseeceees 207 
Charged with road expenses and expendi- i ic ati isles hind pon beenababanneas 16,064 
tures on account of road................ $1,002,925 55 Due by other corporations...............see000+ 23,115 
Bank expenses, taxes, d&c........ alee iene 9,724,383 Notes on banks in Augusta...... ee OE 194,597 
Bank in liquidation, (circulation re- ON hb 56505 k0se-0ndtacunes ss cenbiegesdexsnbeses 409 
GSU s ic ccccensnccsesebecstccssetone 14,547 25—1,027,197 18 —_—- — 
© coments PE Reivnnceud' posdbbaccnescusaatsuoesse nes $7,102,214 
7 oe oom a conenes... senha gatergnesce ssrcantacass $428,986 72 CR 
rom this two dividends have been declare per i 
GL GND OF UNNB s canoes .cvdsnnesinasctecaathtives 349,104 00 Prof aid tos... pun eee 
‘ Sra aaa vq | Lncome from railroad...... , 
To credit of profit and loss account.............+++. $79,882 73 | Transportation of the malls............+s...+-- "20, 
The President remarks: “It is particularly fortunate Dividends on stock. = aincouat’ esas wes sess 4 
Interest, premium and discount accounts..... ; 
for the stockholders that the Company has had a very | pont accdunt nen Meeounts...-. 50—$2,170,073 
prosperous year’s business, when the interest of the | Bonds of the company......................., 615,500 
stockholders most required it. A more rapid progress Dividends unpai Sarrrterepecte sect ee sees % = 
in the restoration of property is rendered easy without | Due to other corporations and agents....-.... 
an increase of debt, or any interference with fair divi- —— ERROR pan A680 
dends. The supply of new iron was suspended during | Circulation .2222022.20° ISIN. 96,447 
the war, and the rolling stock was greatly reduced, an Total ¥7.102,214 
in fact, almost annihilated. The rolling stock is still very Permtone nage saskoincnnonneguaanesne-waeoe 4 


deficient, and the entire main track of road should be re- 
ironed with convenient dispatch. Hence the stock- 
holders will doubtless approve the orders for an in- 
creased purchase of new iron, and the addition to our 
stock of cars, referred to by the Superintendent. Heavy 
expenditures have been made on the main line track, 
since the war, and it is believed to be entirely safe, but it 
is the present policy to re-lay the whole line with the 
same pattern of heavy T rail, with a fish-bar fastening. 
The work is in progress, and it is hoped there will be no 
occasion to interrupt or delay it. 

“Tt is always true economy, for obvious reasons, to have 
a first-class road in every respect, and a full and perfect 
outfit, when the means of the company will afford it. 
Not only is more business secured, but the business is 
done with more safety and economy.” 

_ There are evils which beset this interest, as a product- 
ive property, which are not very encouraging, and— 

_ First | be noticed the crushing taxation to which it 
18 subjected. 

1. A tax of 24¢ per cent. on the gross receipts from 
passengers. 

2. A tax of 5 per cent. on the cost of all engines, cars, 
tools and other equipment, with additional excise and 
tariff charges on their component 

8. Under these burdens, if they have any net income, 
there is a tax of 5 per cent. on that, before any of it can 
£0 into the pockets of the stockholders. this, too, 
i8 independent of the State and county tax, which in 
some of the States is equally onerous. 

, Second—The dead head abuse is rapidly growing, and 
is becoming an intolerable nuisance, and unless it can be 


checked, must, in the end, destroy the value of this kind 
= pooneety ! 
hird—A nother trouble that besets railroads, especial- 

ly at the South, and since the war, isthe demoralized 
state of society in some localities, and the great number 
of frivolous and vexatious suits stirred up against them, 
with the hope of profiting by the prejudices against cor- 
porations. It is only just to say, however, that the un- 
reasonable expectations of parties are not always satis- 
fied, but in the most favorable result, the expenses of 
litigation are heavy. 

The General Superintendent reports the earnings of 
the road to have been as follows: 








RE TI ss vn ctr cnetidccs visseceessrstersased $399,689 
oe nia 2 oda cakehachinaien sebheeban sckbeaninn 931,302 
os TT tat thasbebbienssdoieshwbessconhahanbetaie 21,037 
I c. eih a shandenssecsossdepesaenel 352,028 
For Conducting Transportation $182,149 
* Motive Power........... ° 268, 
“ Maintenance of Way... 253,137 
PFD OE Ge win vccvincectesacnesasncas 44,240 - $748,111 
Earnings over and above Ordinary Expenses..... $608,917 
EXTRAORDINARY EXPENSES, 
Renewing Locomotive Engines (not ordinary re- 
Ns 08 0055s <Aceakpagsecesceennbans saghnaetesed’ $32,078 
New Cars and rebuilding Cars (not ordinary re- 
ee, RE FOR Te SRS ee 59,415 
Government Tax on Gross Receipts............... 10,527—$ 102,020 


ER ee $501,897 


These results compare with similar ones for the fiscal 
year ending March 31st, 1869, as follows: 
1868-69. _1889-"70. 
INE sacs sin cioshdeind $1,104,521 $1,352,029 Increase 


Expenses and Payments or- 
Guery cna extraordinary.. 836,167 1,002,925 Increase 
Increase net Income, $80,750 


The increasing prosperity of the company, as shown 
by the foregoing statement, is highly pleasing to the 
officers, and I trust will be entirely satisfactory to the 
stockholders. 

Increase of gross earnings, $247,508 51, for the year 
just closed, over the one ending 3ist March, 1869. 

Again, comparing the gross earnings of your road for 
the years 1859 and °60, and 1869 and °%0, the fiscal year 
just preceding the war, and the one just closed, the 
former showing the largest receipts of any year pre- 
vious to the war, and we have the following result : 


$247,508 
166,758 











From Pang Ginat Samm ous” MTN 
m ees . eae 
From Freight.............. 702,376 931,308 ...... $228,927 
SE sees sansseesdeee 44,503 21,087 BEGGS cece ee 
$36,084 $228,927 

36, 
Increase in favor of the year 1869-"7@.... .. eanensésoence $192,843 


This result is reached notwithstanding the fact that, 
during the year 1859 and ’60, there was transported over 
your road 210,744 bales of cotton, as against 138,567 for 
the last year. : 

Condensed statement of the condition of the Georgia 
Railroad and Banking Company on the 31st of March, 
1870, the end of the financial year; 

















The bank of this company is in course of liquidation. 
Its road will soon have a new outlet to the coast in the 
Port Royal & Augusta Railroad, now in course of con- 
struction, and a new feeder in the Macon & Augusta 
Railroad, for some years in operation, from Warrenton 
to Milledgeville, and soon to be completed to Macon, the 
metropolis of Western Georgia, and a railroad centre of 
great importance. 








—The telegraphic communication with India is at 
present being carried on with even more regularity than 
by the Atlantic cables with America. While in the of- 
fice of the Indio-European Telegraph yesterday, an ordi- 
nary telegram was received at 2:20 p. m., a message 
dated the same day 5:15 p. m., thus beating the sun by 
some three hours, and the time actually occupied be- 
tween Bombay and London being under two hours. A 
message was also received within a few minutes after- 
wards, dated Calcutta 5:20 p.m. This arrived in Lon- 
don at 2:26 p. m., also beating time by three hours, and 
occupying about the same time in transmission.— London 
Railway News, March 28. 


—The Richmond Conservator says the officers of the 
St. Louis & St. Joseph and the North Missouri railroads 
have been looking at ground in Henrietta for the pur- 








A Railroad with a Single Rail. 





The following account of a railroad, or train-road, in- 
vented by M. J. Larmanjat, and first applied on a short 
line between Raincy and Montfermeil, France, in the 
summer of 1868 : 


M. Larmanjat’s tramway is constructed with a single 
central rail, weighing about 254¢ pounds per rd, and 
along a good road this constitutes the whole of the per- 
manent — The locomotive employed to haul the 
trains has four wheels, two of these—the driving wheels 
—resting on the ordinary surface of the road, whilst the 
other two—which have grooved peripheries, and which 
are situated on the centre of the line of the machine— 
bear upon the central rail already mentioned. By ar- 
rangements which we shall describe presently, the weight 
can be adjusted so as to bear more or less on the driving 
wheels. The carriages hauled by the locomotive just 
mentioned have also four wheels arranged in a similar 
manner to those on the engine; but in the case of the 
carriages, the adjustment of the springs is such that the 
chief weight rests upon the wheels running on the cen- 
tral rail, the other wheels merely serving to steady the 
vehicle. 

From what we have said, it will be seen that one of 
the chief objects of the arrangement employed by M. 
Larmanjat is to obtain the increased adhesion due to the 
fact of the locomotive driving wheels’ bearing on the 
ordinary road surface, while at the same time the trac- 
tive resistances are diminished by the chief weight of 
the vehicles hauled being supported by the central rail. 
Where a good road is ovaltalte, the permanent way of 
M. Larmanjat’s tramway consists, as we have stated, 
merely of the central rail and its fastenings, and it is 
stated that, that, under these circumstances, the line can 
be laid for £440 per mile, this sum including the materi- 
als and the labor required to make up and consolidate 
the track traversed by the driving wheels. Where 
a road passes along the side of a ditch it is necessary, 
however, to protect the edges of the latter by longitudi- 
nal timbers, and in this case the cost of the line is in- 
creased to £550 per mile. Again, where the road is bad, 
longitudinal timbers have to be laid on each side of the 
central rail to receive the driving wheels of the locomo- 
tive; in this case the cost of the line being increased to 
£880 per mile. 

The locomotives used pf M. Larmanjat are of two 
classes—those of the one class weigh about 10 tons in 
working order, and are capable of driving a load of 50 
tons up an incline of 1 in 50 at a speed of about six 
miles per hour; while those of the second class weigh 
about 5 tons, and are capable of drawing a load of 35 
tons up an incline of 1 in 50 at a speed of ten or eleven 
miles per hour; or, by changing the speed, hauling the 
same load up a gradient of 1 in 20. The principal di- 
mensions of a locomotive of this latter class are as fol- 
ows: 






ft. in. 

Diameter Of Cylinders... ....cccecceseceeereseceessessseeees 0 7 
BRE GE GRDEIDs 0 600.00800000000000000000006000bn00000cnnnneenl 0 5% 
Ratio of gearing.............. -1to6 
Diameter of driving Wheels. ...........sccecsccscccseseccescees 8 ™% 
Width bes “a GDGBD, 006000000000 cc0000c00c000000 0 8% 
Diameter of leading and trailing wheels. ............0.seseee08 1 9% 
Height of center of draw-bar above rail............sceeseeeees 9 

* “ boiler ae TTTTTT TTT TTT TT ETT Tee 311% 
Extreme width of engine. ............scsccccccccssoscsesescves 611 
Distance between tyres of driving wheels. 40 





Diameter of barrel of boiler (inside).... 





Length of firebox casting (outside) bbese 4 e 
idth -  MTTITITTTITITITT TTL TTT 
Length of firegrate..........cccececeececeeeeeececeeeeeeeeeenes 1 10% 
idth MEE TTTITTTTTTTITTITT TTT TTT TTTTTTTL TT 16 
Height of flrebox above grate.........ccccceceeecececvesewees 8 10 
Length of tubes between tube-grates..........secceeee eeeeeee 5 7 
Diamet - RBIDS.......cccccrcccvccccccocccecesseceoess 0 1,96 





Total 


FIvOGrAtO AFOG........cccccccccssccccccccscccccscoces SS in 

Capacity of tanks...........-.+++- ° 

Weight of engine empty 
s in working order........... ecesee 5 * 


“ 





The arrangement of the engine will be readily under- 
stood. The cylinders are placed close together under 
the boiler, the position being such that the working 

ear can scarcely be got at as readily as is desirable. 
The boiler has a steam chamber extending along the top 
of it from end to end. The crank shaft carries a piston, 
with spiral teeth, which a into a corresponding 
spur wheel fixed on the driving axles. The driving 
wheels we should mention, are not fixed rigidly to their 
axle, but are connected with it by spiral springs, this 
arrangement being found to facilitate starting, and to 
give greater ease in working. The leading and trailin 
wheels are fixed on the centre line of the engine, an 
they are each capable of pivoting on a centre as shown. 
Besides this, the pivot of the leading wheel is fitted with 
an arrangement by which the weight bearing upon it 
can be modified at will, and this is an important feature 
in the construction of the engine. Let us suppose, for 
instance, that a gradient is to be ascended; in that case, 
the weight resting on the leading wheels is diminished, 
and the load on the driving wheels, and consequently 
their adhesion, increased, while at the same time the 
front end of the engine is lowered, thus maintaining the 
level of the water in the boiler while the incline is being 
mounted. On descending a gradient, the reverse action 
takes place. 

The vehicles are of very light con8truction, the weight, 
in fact, being but about 180 tb r passenger carried ; 
the main weight of each carriage is sup on wheels 
which traverse the central rail, the other wheels merely 
serving to steady the vehicle. When a carriage is fairly 
in motion, these latter wheels scarcely bear upon the 
road, and the motion is very smooth. The two side 
wheels are not fixed on their axle, but run loose on it to 
facilitate the traversing of curves. 

The first line constructed by M. Larmanjat on his sys- 
tem was one 4 little over three miles in length, between 
Raincy and Montfermeil. This line was opened in Au- 
gust, 1868, and a 3-ton engine drew over it two wagons 





pose of establishing workshops there. 


up a long gradient of 1 in 14, and round curves of 16 feet 
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5 inches radius. More recently, M. Larmanjat has laid 
down several lines in Portugal, with good results. We 
have in the present notice contented ourselyes with 
merely describing M. Larmanjat’s plans; but it is proba- 
ble that on a future occasion we may have something to 
say of the advantages and disadvantages which his sys- 
tem appears to us to possess. In conclusion | we must 
state that for the particulars of M. Larmanjat’s rolling 
stock we are indebted to our contemporary, the Annales 
Industrieies, 


Low Tolls and the Business of the Canals. 


The policy adopted by the Canal Board in authorizing 
a material reduction of tolls on canal traffic, appears al- 
ready to have produced marked results in stimulating the 
shipment of freight x the Erie and other main water- 
ways of the State. These indications, promising a large 
increase of business over that of last year, are the more 
significant when we consider the unfavorable circum- 
stances attending the operation of the canals during the 
first few weeks of the present season. The disastrous 
breaks which occurred last fall compelled the greater 
part of the boats to winter on the Hudson, and it is said 
that the number laid up at this city and at Albany was 
never so large during the winter months of any previous 
year. While this fleet of boats was moving westward 
during the first few days of navigation, the serious break 
at Utica occurred, causing a further detention of several 
days, during which navigation was wholly suspended. 
The natural result of these successive accidents was a 
scarcity of tonnage at Buffalo for more than a fortnight 
after the first fleet had moved eastward, and so great was 
the want of boats that the shipping business was almost 
at a standstill. Large quantities of grain consequently 
accumulated at Buffalo, and at the beginning of the pres- 
ent month the stock of wheat in the elevators at that 
point was reported at 933,200 bushels, against 110,000 on 
the 1st of June, 1869. Another effect of the want of 
adequate tonnage accommodations was to considerably 
increase canal freights during the first few weeks of 
navigation. In May, 1869, the average charge on wheat 
over tolls, was 7.07 cents, although during the latter 
part of the month boats were abundant, and the com- 

etition between the carriers was so active as to reduce 
reights half a cent lower than the average for the sea- 
son, This year rates are reported as ruling strong with- 
out change at 8.04 up to the present time; but it is 
claimed that, had shippers enjoyed the same facilities for 
moving grain this season as last, rates would have been 
materially lower, competition between the carriers and 
the railroad companies would have been more animated, 
and the heavy stock of grain accumulated in the Buffalo 
elevators would have been afloat for tide water, adding 
nearly a million bushels to the amount already forward- 
ed by canal. 

Another serious obstacle to the success which should 
have attended the initiation of a more liberal policy on 
the part of the State with regard to the operation and 
management of the canals, was the partial failure of the 
last corn and oat crops throughout the West, and the 
consequent light eastward movement of these cereals 
which, as the rule, constitute a very considerable portion 
of the business of the canals. ‘The total receipts of corn 
and oats at the five principal lake ports, Chicago, Mil- 
waukee, Toledo, Detroit and Cleveland, from the begin- 
ning of August last to the close of May were over 13,- 
000,000 bushels less than the receipts for the same period 
of 1868-9, and a similar falling off is reported in the 
receipts of these cereals at Buffalo for shipment 
eastward, of which there were over 850,000 
bushels less during May last than for the cor- 
responding month of 1869. The receipts at 
New York alsoshow a similar decline, the total deliv- 
eries of corn and oats at this port for the five months 
ending with May being nearly 3,000,000 bushels less than 
during the same period ending with May last year. In- 
deed, the movement of these cereals throughout the 
country has been so light that a comparison of the ship- 
ments by canal with previous years of abundant crops 
would give no trustworthy indication of the effect of a 
reduction of tolls on this important branch af the carry- 
ing trade. 

nder these extremely unfavorable circumstances, it 
cannot be expected that the business of the canals would 
show a large immediate increase in response to the 
liberal action of the Canal Board, and yet there is much 
to encourage the advocates of a low toll policy in the 
results already attained. The Buffalo Commercial Adver- 
tiser reports the shipments of flour by canal from the 10th 
to the 31st of May, inclusive, at 2,395 barrels against 
2,015 for the same period last year, and the ship- 
ments of wheat at 1,741,692 bushels, against 1,495,125 
last year; an increase in flour of 380 barrels, and in 
wheat of 245,568 bushels. For the reasons before men- 
tioned no comparison of the shipments of corn and oats 
this year and last are given. In the shipments of rye 
there has been a gain this year, as compared with last, of 
7,795 bushels. The receipts of lumber, staves, hoops and 
nearly all classes of coarse freight at Buffalo, are also re’ 
ported to be largely in excess of those of last year; but 
it isof course premature to attribute this increase solely 
toa reduction of canal tolls, until it is ascertained 
what proportion of the total receipts at that port are 
sent eastward by canal and what by rail. It cannot be 
questioned, however, that the receipts of wheat have not 
been as heavy during any month of May since 1864 as 
they were this ytar, and that the stock of coarse freights 
awaiting shipment was never larger than at present. 
The deliveries of wheat at Buffalo during the past 
month aggregate thé large total of 3,239,158 bushels, 
against 1,758,048 last year; of lumber, 31,962,143 feet, 








canal traffic will show as great an increase as was antici 
pated by the advocates of a reform policy in canal man- 
agement. It is not to be expected that their revenues 
will be greater, but it may be confidently predicted that 
the increased trade and business prosperity of the State 
attending the practical workings of a system of low tolls 
will fully vindicate the wisdom of such a policy; and if 
such a desirable result is attained, the necessity for per- 
manently securing these benefits would, doubtless, result 
in the ratification of the Canal Debt Funding bill at the 
polls next fall. It must be remembered, however, that 
the low toll policy is still an experiment, and that, 
whether it shall prove successful in reclaiming for the 
canals any considerable portion of the business directed 
into other and cheaper channels during the past few 
years, depends in no small degree upon contingencics 
over which the Canal Board can exercise no control. 
If, as has been feared, the carriers take advantage of the 
lower tolls and increased business to combine for a pro- 
portionate advance in freight charges, the practical re- 
sult will be to divert into the hands of competing rail- 
road companies and turn into other and less direct chan- 
nels, a considerable part of the traffic that should find its 
natural outlet to the seaboard through the Erie canal.— 
Commercial & Financial Chronicle. 


The Chicago & Northern Railroad. 


The city of La Crosse some time ago appointed a 
committee of citizens to confer with the representatives 
of the different railroad companies which propose to 
build a new railroad from Chicago northwestward 
through Jefferson and Baraboo, Wis., to LaCrosse. The 
following is their report: 

To the President and Members of the Board of Trade of the city 
of La Crosse: 

GENTLEMEN :—The undersigned, a committee ap- 
pointed by your honorable body to visit Chicago for the 
purpose of representing the interests of La Crosse, in a 
meeting held at the Tremont House, on Tuesday, May 
24th, 1870, having for its object the consideration of the 
feasibility and practicability of a direct railroad connec- 
tion between La Crosse and Chicago, beg leave to make 
the following report: 

We met at Chicago a party of gentlemen representing 
three distinct railroad lines or charters, to-wit: 1st, the 
Northern Wisconsin railroad, running from Chicago to 
the State line, thence through the counties of Walworth, 
Jefferson, Dane and Columbia; 2d, the Baraboo Air 
Line Railroad, running through Sauk and Monroe 
counties to Tomah, with a branch to La Crosse; 3d, the 
West Wisconsin Railroad, running from Tomah to St. 
Paul and Lake Superior. Of these roads the distance 
from the State line to Jefferson, belonging to the North- 
ern Wisconsin Railroad, is already graded and bridged, 
and some fifty miles of the West Wisconsin Railroad are 
finished and operated, whilst nothing yet has been done 
on the Baraboo road. To these three roads a proposi- 
tion was made by the representatives of Eastern capital- 
ists that if they would consent to a consolidation of their 
charters, transfer the work already done on the Northern 
Wisconsin road (estimated at about $500,000) to the 
consolidated company, allow them the choice of Presi- 
dent, give them a moiety of directors, make them the 
financial agents, and issue their bonds in exchange for 
stock, as provided in the Easterly bill, to the amount of 
$5,000 per mile, the consolidated company would at once 
go to work, build the road and complete the same to 
Tomah within two years. 

The meeting lasted till near midnight, but no definite 
agreement was entered into that night. The next morn- 
ing the parties met again, and the following arrange- 
ment was concluded by the various railroad charters 
represented and the Eastern capitalists, viz: 

The Northern Wisconsin Railroad Company cedes 
the road bed, grading and bridges already constructed to 
the Eastern party, besides giving them $5,000 per mile 
in bonds voted by towns and villages. These bonds have 
already been voted for in Walworth and other counties, 
and will at once be voted for in other counties, but are 
to be delivered only when the road shall be completed 
and running into or through any town or village voting 
the same; the Baraboo Railroad Company giving noth- 
ing more than the $5,000 per mile in bonds. In 
the meantime each company keeps its separate organiza- 
tion. One hundred miles are to be completed and in 
running order during 1870, beginning at Chicago ; and 
the whole road to be completed as fast as a due regard to 
economy will permit, which is supposed will be in about 
two years. After the completion of the road and deliv- 
ery of the bonds and stock, a consolidation of the various 
charters will be effected, giving each company an equal 
number of directors. 

The proposition, however, is to be submitted to New 
York capitalists for their approval before being final, 
and a committee was to leave at once for New York to 
complete the agreement. 

It is proper to state that the West Wisconsin Railroad 
was not included in the above arrangement, as its Presi- 
dent, Mr. Baldwin, had previously left; and the commit- 
tee were in favor of abandoning the branch to Tomah, 
and including in its stead the branch to La Crosse. Your 
committee, however, whilst warmly supporting the 
measure, and encouraging the same, did not feel at liber- 
ty to enter into any contract, but confined itself to the 
terms of the resolution adopted by your Board, as well 
as that of the City Council. 

Your committee are of the unanimous opinion that 
their visit to Chicago will eventuate in many beneficial 
results, inasmuch as the importance of our city as a rail- 
road point has been clearly and forcibly presented to 











against 26,859,196 feet last year; of staves 4,992,254 
against 1,078,722 last year; of hoops, 4,814,371 against 
3,734,700 last year. From the shippers of westward 
bound freights a favorable reports are received. 
The movement of railroad iron by canal from this port 
is largely on the increase, and the shipments of anthracite 
and other coals promise to be larger this year than last. 

Judging from present indications, therefore, it is 
probable that, as compared with last year, the volume of 





railroad men not connected with or interested in any 
| lines touching La Crosse, and will attract their attention, 
even if this present enterprise should fail from any cause 
whatever. They believe that the railroad will be built 
from Chicago to Baraboo, and that, if once there, it can- 
not stop there, but must seek La Crosse, as a matter of 
commercial necessity and pecuniary interest, provided 
our citizens and the people along the projected line will 





The committee deem it superfluous to enter into argy- 
ments as to the importance and necessity of a direct 
railroad connection with Chicago, or the construction of 
other railroads leading into our city, as these questions 
have frequently engrossed your attention, but we beg. 
in conclusion, to express our sincere hope that you may 
continue to encourage and foster all enterprises of 
public nature which are calculated to advance the in- 
terests of our city, and never cease your efforts until we 
have accomplished all the railroad connections which 
our geographical location seems to invite and our com- 
mercial existence demands. All of which is respectfully 
submitted. THEO. Ropoupn, Chairman, 
8. L. Nevins, 

CHARLES MICHEL. 








Vanderbilt and Fisk Interviewed Again. 


A reporter of the New York Tribune, seeking for light 
on the railroad war, applied to Vanderbilt and Fisk last 
Monday, with the following results: 


The Vanderbilt-Erie fight appears to have been re. 
duced to a war of words, and the representatives of each 
road seem to content themselves with strongly-expressed 
views of the other’s ———., and claims to consid- 
eration on the score of veracity. Each contend that they 
are the champions of public interests, and that in the 
successful result of their endeavors the best interests of 
the long-suffering traveling and shipping community 
will be vindicated. 

Our reporter visited Commodore Vanderbilt at his 
= yesterday, when the following colloquy took 
piace : 

Reporter. Are there any new developments in the so- 
called railroad war, Commodore ? 

Commodore. Railroad war, what’s that? 
heard of any. 

Reporter. The papers of late have been full of accounts 
of battles between the Central road and the Erie, and 
some correspondence between the Vice-President of the 
Central and Colonel Fisk has been published. 

Commodore. Oh! yes, I understand all that. There 
was a letter notifying those chaps that they couldn’t use 
the Buffalo & Maanen road any more, because they 
couldn’t behave themselves and stick to their agreements, 
and out of that they are getting up accounts of a railroad 
war ; but it’s nothing but a puff for them, that’s what it’s 
intended for. But wedon’t pay any attention to them; 
it would be beneath us to have a row with them. You 
see, my son, there are some disreputable fellows around 
this town who have got hold of a railroad somehow or 
another, and are trying to run it. Nobody knows any- 
thing about it, or cares anything for it. They saw they 
had got to bring the thing up, and to make it a little 
respectable they talked about a “war” they’d hatched 
up with the Central, so as to make folks think that it 
amounted to something; but there’s nothing in it. 

Reporter. The Erie people say that you cut down 
your freight rates lately, and that it was done with the 
intention of affecting their interests. 

Commodore. No such thing; we put down the rates 
because we are contented with small profits; we 
pay our stockholders 8 per dividend, and when we 
can do that we’ve got rates; butit made them Erie 
fellows squeal when we came down tothe same rates 
they were running at, and no one would go near 
them; they can’t do any business when we both 
run at the same prices; we pay our stockholders, too, but 
they don’t pay anybody, and the consequence, is that 
Central stock is at par and Erie 22. 

Reporter. Then why should they squeal? If you both 
run at the same rates, and you pay 8 per cent. dividend 
and they don’t pay anybody, they should be contented; 
what becomes of their money ? 

Commodore. H’m; well, I don’t know; they can keep 
it, that’s sure, and I think from what I have heard about 
them, that they must stand it. 

Reporter. They say that you control the Lake Shore 
line and will not allow them to use that line though they 
have an agreement with it. 

Commodore. I don’t know anything about it. The 
Lake Shore folks are all honest, and I run the Central, 
but the Erie fellows are squealing about it, ain’t they? 
They can’t do anything, ndbody’ll trast them, the Central 
has all the traffic, and they have got none, and before 
long they'll have less. i : 

After some further conversation, our reporter, finding 
that it was impossible to get any facts relative to the war, 
left the Commodore and proceeded to the Grand Opera 
House in search of Fisk, Gould, and general information. 

The Colonel and Mr. Gould were closeted together, 
and in answer to the reporter’s question as to whether 
there was anything new, replied there was not, that they 
were in this matter — as they always had, upon the 
defensive ; that Vanderbilt had made a raid upon them, 
and they had only protected themselves. 

Reporter. But Vanderbilt says he never heard of any 
war except from the newspaper reports, and he says you 
got those up to puff your road. 

Fisk. How would that do it? 

Reporter. Why, according to his theory, anything that 
will bring your road in contact with his, lends to yours 
an air of respectability it could in no other way attain. 

Fisk. What! he or his road lend respectability to us: 
Why, he never had any, and two rainy days or a ba 
week would burst up his whole concern—road, individu 
als, and all. oe 

Reporter. I don’t know about that; he says he is doing 
a flourishing business; that he put his rates down be 
cause he was making over 8 per cent., which he pays 
his stockholders, and which he thinks is enough. bs 

Gould. Doing a flourishing business, is he? We 
carry more passengers than he does, and more freight 
than he ever did. : 

Fisk. Yes, and as for paying his stockholders, well he 
might; he’s only got one to pay, and that is himself. 

Reporter. But he says you don’t do even that. ; 

Fisk. That’s so; we can’t, until he sends back the 


I haven't 





give it a proper and liberal support. 





$5,000,000 he took out of the Erie treasury when he 
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left. If he'll give us that, we'll expend every dollar in 
dividends. He talks about us, and here we’ve had our 
doors besieged for the last three days by his relatives, 
trying to effect a settlement of the affair amicably, while 
he says himself, personally, there is no ped yom on. 
] tell you what I think Pl do. Red Cloud and Spotted 
Tail are in Washington now; ow. own all the real 
estate between the terminus of the Erie Road and the 
setting sun. I guess I'll buy the right of way, and 
start a broad-gauge, double-track road to the sunset, and 
youll see Vanderbilt running a cattle train there the 
next day, with the engine on fire, the brakes broken off, 
and his rates 624¢¢ lower than mine. 

Reporter. Good day, gentlemen. 

Chorus. Good day. 








Jackson & Great Northern 


Railroad. 


The New Orleans, 


A correspondent of the Chicago Tribune gives the fol- 
lowing account of the contest for the possession of the 
above road, with an intimation of the probable results: 


Few matters, indeed, have attracted so much general 

interest in Louisiana as that at present centered in the 
*ontest for the future control of the New Orleans, Jack- 
son & Great Northern Railroad. Nor is the interest b 
any means confined to Louisiana. It extends through 
the entire length of Mississippi, and even into the very 
heart of Tennessee as well. While nominally a mere 
contest for possession of the New Orleans & Jackson 
Railroad, it involves, at the same time, to much extent, 
the very vitality of the great “Central” road of Missis- 
sIpplL. 

Mooking upon the map, one observes a continuous and 
unbroken line of rail from Jackson, Tenn., through the 
entire length of Mississippi, and across the State of 
Louisiana, to the city of New Orleans. The natural in- 
ference would be that the entire line was either under 
one general management, or, at least, that its various 
parts were so controlled as to subserve a common pur- 

ose. So far from this being the case, however, we 
have two distinct roads in open and undisguised conflict 
with each other. First we have the “ Mississippi Cen- 
tral,” extending from Jackson, Tenn., to Canton, Miss. 
Next we have the “New Orleans, Jackson & Great 
Northern,” extending to New Orleans. Asa branch to 
the main trunk line we have the “Mississippi & Tennessee 
road,” extending from Memphis to Grenada, a distance 
of one hundred miles. The latter road, we believe, was 
originally intended to run to Meridian, the junction of 
the Mobile & Ohio and Meridian & Selma railroads, thus 
forming a through connection between Memphis and the 
Gulf State roads. Owing to the war, or other causes, 
the latter part of the road remains unbuilt, and we 
believe the charter has lapsed to the State. The finished 
portion, however, from Memphis to Grenada, has some- 
how escaped the general fate of Southern roads, and to- 
day, under the management of Superintendent A. S. Liv- 
ermore, is, without doubt, the safest road in Mississippi. 
Terminating at Grenada, it is seen to form no unimpor- 
tant link of the main trunk road. 

Upon this main line through sleeping coaches from 
Louisville, and through freight, are run to New Orleans. 
With this exception, however, there is little appearance 
of any interest in common. Passengers south from 
Jackson or Grand Junction, the crossing of the Mem- 
phis & Charleston, are obliged to transfer at Canton, 
while those from Memphis change at Grenada as well. 
It is thus seen that both the Mississippi Central and 
Mississippi & Tennessee roads are mere tributaries to 
the New Orleans & Jackson. Save for its connection 
with the latter, in fact, the Central may truly be said to 
have neither a beginning nor an end, in that it begins 
and ends nowhere. 

The Mississippi Central, some time since, ed into 
the handy of McCombs & Co., as lessees. Since coming 
into possession, much complaint has been made against 
McCombs, that he allowed the road to run down, for 
the purpose of purchasing its stock at merely nominal 
figures. All this, however, I take to be the mere sense-* 
less fabrications of the enemies of the road.. To be sur 
there have been many terrible accidents, attended with 
a dreadful loss of life. For these, however, as I take it, 
neither McCombs nor the management of the road are 
inany manner responsible. The road, like all other 
Southern roads, was literally destroyed and made bank- 
Tupt by the war. Unlike many others, it has no mate- 
rial along its line with which to rebuild. The section of 
toad where the accidents occurred is one continued suc- 
cession of short, sharp hills and gulleys, which are cross- 
ed by trestles. The difference between other Mississippi 
roads and this portion of the Central, therefore, has been 
that whereas the trains on the former ran off quite as 
frequently, they simply ran into an ordinary ditch, while 
those on the Central went tumbling down a hill, and, of 
course, did some damage. But the Central, -however, 
has been materially improved, I have reason to know, 
as the heavy trains of cedar ties passing northward 
for use in the rebuilding well attest. That it runs, in the 
main, the finest rolling stock of any road in Mississippi 
's& point upon which the travelling public are agreed. 
That it is to-day as safe as the majority of Southern 
Toads, from numerous trips over the same I can well be- 
lieve. Having possession of the Central, McCombs is 
how endeavoring to obtain control of the New Orleans 
. pam as well. That he will make a desperate fight 
or its possession is certain. Upon it, in fact, depends 
the future of the Central r “3 . —e 

The New Orleans, Jackson & Northern, as chartered, 
extends from New Orleans to Canton, its present termi- 
tus, and from thence bears off to the eastward and north- 
ward, crossing the Mobile & Ohio at or near Aberdeen, 
and extending to the Tennessee river and the city of 
Nashville. At Aberdeen also it connects with an Ala- 
‘ama line extending to Decatur, thus forming an Eastern 
Connection far nearer than via the Central. Complete 
this line, and B aes at once deprive the Central of the 
Whole of the Eastern trade and travel. It thus becomes 


sissippi town, and terminating at a like insignificant 
seven by nine village in Tennessee. On the other hand, 
McCombs is in possession of the New Orleans & Jackson 
the extension eastward, of course, remains unbuilt, the 
road is consolidated with the Central, and we have an 
unbroken line between New Orleans and the North. 

As rumor has it, too, McCombs isa mere representa- 
tive of that gigantic corporation, the Pennsylvania Cen- 
tral. How true it may be, deponent saith not, but as re- 

rted, the programme is as follows: The Central has 
ately obtained possession of certain charters from Indi- 
anapolis to Vincennes, Paducah and Cairo. The Ohio 
is to be bridged at Paducah. A road is then to be built 
on an air line from Paducah to Jackson, with a consoli- 
dation of the New Orleans & Jackson and Mississippi 
Central. With these links we have an unbroken and 
continuous line, under one management, from New Or- 
leans to Indianapolis. With the New Orleans & Jack- 
son road in possession, the only drawback to the pro- 
gramme would be the necessary change of gauge, the 
roads south of the Ohio being all of the five-foot track. 
As the roads, however, require to be entirely rebuilt, 
the matter of a change of gauge is not so much of an 
undertaking as it might at first sight appear, especiall 
as the most of the rolling stock, as well as the roads, is 
comparatively worn out. 

That inducements like these held out to the people 
along the line have done much to create an impression 

in favor of McCombs is certain. How certain they may 

be of fulfilment is for time alone to determine. Stopping 
off at several stations in Louisiana, I fourd public 

opinion to be much divided. While the older and wou'd- 

be aristocratic element, as well as those still “harping 

on my daughter,” are favorable to the Beauregard inter- 

est, and bitterly opposed to allowing the road to pass 

into the hands of the Yankees, the more liberal, and es- 

cially the business portion of the community, favor 

McCombs. So. too, it appears to be in New Orleans. 

Those who have a sacred faith in the divinity of the old 

order of things, who see a bugbear in every important 

move; and especially those who at heart have an in- 

herent hatred for anything and everything connected 

with a Yankee, favor General Beauregard. Those who 

recognize this as an age of progress, who believe in a 

new order of things, cast aside their prejudices and look 

to the future, are in favor of McCombs. The mercantile 

classes, too, so far as I have been able to ascertain, favor. 
a change, not, as it seems, from any particular dissatis- 

faction with General Beauregard, but from a belief that 

a change will work an improvement in the condition of 
the road and a marked reduction in its tariffs, which 

are Claimed as practically prohibitory in their charac- 

ter. 

The movement of McCombs for possession of the road 

of course began with the purchase of its stock. Upon 

the validity of this purchase, as well, in fact, as the 

validity of the stock itself as transferable stock of the 

State of Louisiana, hinges the whole of the contest. As 

it appears, upon the face at least, McCombs has _ pur- 

chased the stock of the city of New Orleans, consisting 

ot 80,000 shares as also that of the state of Lousiana of 
35,360 shares, and is virtually owner of the road, Having 

no disposition to deal with the merits or demerits of 
either of the contestants in the case, I __ to give 

their respective claims as I have it direct from the parties 

interested. 

A VISIT TO GENERAL BEAUREGARD. 

Contrary to preconceived impressions, I found in 
General Beauregard a very sociable, agreeable gentle- 
man ; free to afford any and all information; and seem- 
ingly desirous to claim nothing but fair even-handed jus- 
tice in the matter. The General claims to have no per- 
sonal feeling in the premises: deprecates the seeming 
effort to give the contest a political coloring; claims to 
represent solely the interest of his stockholders, as also 
of certain European bondholders as well; and desires 
simply to fight it out fairly and squarely in the courts 
of the land, which he expresses himself as fully deter- 
mined to do, as long as he has a plank upon which to 
stand. He is opposed, he says, on principle, to all local 
feuds and squabbles, and would much prefer to make up 
a case of all points at issue, and submit them at once to 
the United States Supreme Court, where it must finally 
end. With the General, I found General Freeman, of 
Mississi pi, the attorney for the road, and probably one 
of the ablest strategists with which Messrs. McCombs & 
Co. could have to contend in the South. They claim the 
sale of stock to McCombs, both on the part of the State 
and city, to have been fraudulent in its nature, and void 
as well, both of itself and as a fraud. The sale of the 
State stock was made, or claimed to be made, in accord- 
ance with an act of the Legislature of April, 1870. The 
same act authorized the city to — an ordinance for the 
sale of its stock in the road. e passage of such an 
ordinance failed in the Council, receiving but three out 
of nine votes. Despite this failure the ordinance was 
subsequently reported as passed by the board. The 
Treasurer, upon mere hearsay evidence of the existence 
of a law, received the bids of McCombs and two or three 
others for the stock, giving no notice whatever of the 
sale. Pending the sale, the Treasurer retired from his 
office, leaving same in possession of McCombs, who was 
thus enabled to know of the bids of his opponents and 
secure the stock. For the stock McCombs deposited 
with the Crescent City Bank $300,000, the payment of 
which was subsequently protested because of refusal to 
transfer the said stock to McCombs on the books of the 
company. The stock was sold by the Governor for the 
sum of $141,440, conditional as in the case of city stock 
upon its transfer to McCombs upon books of the com- 
sw This sale, it is claimed, was made in the private 
parlor of the Governor without any legal notice, and is, 
therefore, fraudulent. Not only is it claimed that the 
sale of the stock was fraudulent, but that the State actu- 
ally had no stock to sell. Originally, as claimed, the 
State subscribed $1,000,000, or one-fifth the capital stock 
of the company. The stock was to be paid for in bonds 
which, when endorsed by the company, were to be sold 
to realize upon for construction of the road. No stock 





* mere north and south line, beginning at an inland Mis- 


that she could not demand the same until she paid the 
face of the subscription. So far, instead of the original 
amount subscribed, of $1,600,000 or 64,000 shares, the 
State has paid for, and been credited upon the books of 
the company, with but 5534 per cent., or 35,860 shares, 
the certificates for which have never been issued. Gov- 
ernor Warmouth, therefore, though he has sold the stock 
of the State, cannot transfer the same, in that he has no 
certificates to transfer. In the matter of the city stock, 
the case has been successfully defended, and has been 
dismissed. All pretended elections for officers the Gen- 
eral claims to have been mere assumptions of power of 
no effect, in that an election could only be held when 
legally called by himself, and that the stock was not rep- 
resented as claimed. 


THE M’COMBS VERSION. 

The sale, of course, as viewed from this standpoint, 
was perfectly legal and proper. So far from its being 
true that the State has not paid for its stock, it has is- 
sued its bonds for the same, which, originally for 60,000 
shares, have been reduced to 35,860. These bonds were 
sold for benefit of the road. Thecity paid for its shares 
in bonds due in 1874, on which bonds all interest has 
been paid. Originally General Beauregard and General 
Wirt Adams were in ees of having sale of strck made. 
As they proposed to buy themselves, they had no hesita- 
tion in the matter of a title. General Adams proposed 
to the Council to buy its stock for $100,000. This, as un- 
derstood at the time, was an interest of Schroeder & Co. 
bankers, in Europe, in whose interest the General 
visited Europe to make arrangements with bondholders, 
who, through him and said banking house, made the pro- 
position. At that time there was no question as to the 
right of the city to sell. This offer was not accepted, 
because it was deemed insufficient and because it was 
considered necessary to have an act of Legislature 
authorizing the sale, which act was subsequently ob- 
tained. At the same sale at which the stock was bid off 
to McCombs, General Adams bid $250,000 against the 
bid of $300,000 by McCombs. Upon the adjudication to 
McCombs, the other parties for the first time discovered 
a fraud in thesale. Again, any illegality of sale cannot 
affect stock in regard to its _— holden for bonds as 
claimed by opposite parties, it being assumed in pur- 
chase. The money being paid, the stock was properly 
transferred by the State and city, but could not be on 
the books of company for reason of refusal of General 
Beauregard so to do. In regard to election it is 
claimed to be perfectly legal, from the fact 
that the charter provides that if an election 
is not held at the proper time, a meeting of stock- 
holders shall be holden on the Monday following, when 


even a minority of stock present and voting shall be en- 
titled to elect a Directory. On the first Monday fixed 
for election, and which was enjoined by McCombs, but 


86,000 shares were protested by General Beauregard. 
This injunction was held by McCombs in expectation 
that a writ of mandamus would force a transfer of stock 
to him in time to enable him to vote. Being fought off, 
however, and being advised not to let the ensuing Mon- 
day pass, he dismissed the injunction and repaired to the 
office of the railroad to hold an election. In that elec- 
tion the Mayor voted the city stock, the Governor's 
proxy that of the State, the Commissioners of Mississip- 
pi the stock of that State, and McCombs and friends the 
private stock. At this election, better than 130,000 shares 
were voted in the interest of McCombs, or more than 
four times as many as were ever cast in the interest of 
General Beauregard. In voting the stock of the aity, 
too, Mayor Flanders, though not recognizing the validi- 
ty of the transfer, voted the same in the interest of Mc- 
aN at the same time protesting against the action of 
General Beauregard in the premises, and claiming his 
right to vote beyond a doubt. 

Such, in the main, are the points at issue between the 
contestants. Of course the usual amount of firing and 
cross-firing, in the way of injunctions, writs of manda- 
mus and quo warranto, suits for damages, etc., follow. 
All these the courts must decide, while the merits or de- 
merits of the case itself are for the United States Su- 
preme Court. In the meantime General Beauregard has 
possession, which is nine points 1n law. ENO. 








—The River and Harbor Appropriation bill, passed by 
the House on the 13th instant, includes the following 
items: For harbor on Lake Michigan, $368,500; St. 
Mary’s Falls Canal and St. Mary’s River, Mich., $150,- 
000; rivers in Michigan, $380,000; harbors on Lake Erie 
in Ohio and Pennsylvania, $106,000; lake harbors in 
New York, $233,000; Upper Mississippi River, $36,000; 
Wisconsin River, $100,000; Minnesota River, $10,000; 
St. Anthony Falls and river above them, $50,000; Des 
Moines Rapids, $400,000 ; Rock Island Rapids, $150,000 ; 
Illinois River, $100,000; Mississippi mouth, $300,000; 
Falls of Ohio and Louisville Canal, $250,000; Mississip- 
pi, Missouri and Arkansas Rivers, $150,000; Ohio River, 
$50,000; Tennessee River, $80,000; enlargement of the 
harbor of Chicago, $150,000; examination or survey of 
the Northern and Northwestern lakes and rivers and 
Atlantic and Pacific coasts, and for contingencies not 
provided for, $150,000. The second section directs the 
Secretary of War to cause an examination or survey, or 
both, of a large number of specified ports, including the 
survey of a ship canal route from Hennepin, on the IIli- 
nois River, to Rock Island, on the Mississippi, via Gene- 
seo. 





—Ocean freights from New York to Liverpool were 
quoted as follows last week: Flour at 1s. 44gd@1s. 6d. b 
sail, and 1s. 9d. by steamer, per barrel; grain at semis 
by sail, and 53d. by steamer, per bushel ; cotton at 34d. 
@3-16d. by sail,and ld. by steamer, per Peg: and 
heavy goods 12s. 6d.@25s. by sail, and 17s. 6d.@36s. by 





was ever issued or demanded by the State, for the reason 


steamer, per ton. 
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The Pennsylvania and New England Traffic. 





Heretofore the Pennsylvania Railroad Company has 
had comparatively a small share of the business between 
the West and New England. This has been not somuch 
because of any disadvantage in distance as because of 
the necessary and someweat costly transfer necessary at 
New York. There is now a prospect that anew route 
will be opened by which these disadvantages will be toa 
great extent obtained. The Danville, Hazleton & Wilkes- 
barre Railroad and the Sunbury & Lewistown road now 
approaching completion, will open a line from Lewis- 
town, 187 miles east of Pittsburgh, which, in connection 
with the Lehigh & Eastern Railroad, and another line 
now in course of construction will form a line to New- 
burgh, on the Hudson, where it will be comparatively 
easy to form connections with New England roads. 

A recent report of the President gives the following 
information concerning the line and its connections: 

“T would call the attention of the stockholders to the 
projected extension of roads from the eastern and west- 
ern termini of your road, which promises great pros- 
pective advantages to your enterprise. The Lehigh & 
Eastern road will give you important connections with 
the Hudson River and New England States, and the 
Sunbury & Lewistown road, connecting your road with 
the Pennsylvania Central at Lewistown, opens the an- 
thracite coal region, the shortest possible route to the 
Ohio river, and all the thriving towns and cities upon that 
important national highway. The anthracite coal fields 
upon the line of your road are the nearest to the great 
West, and by way of the Sunbury & Lewistown road, 
and the Pennsylvania Central to Pittsburgh, the coal can 
be delivered by a route 70 miles shorter than any other, 
at such rates as will compete favorably with the bitumi- 
nous coal, so abundant along the banks of the Ohio. 

We add the following from the Superintendent’s re- 

ort: 

=< Since my last report of January 13, 1869, the work 
has been pushed forward as rapidly as possible, and, not- 
withstanding some unforseen hindrances, the grading is 
almost completed to the eastern terminus at Hazleton. 
The track has been finished to within a short distance of 
Catawissa, and the road-bed is ready for the rails about 
twenty miles farther, and the wole work can be com- 
pleted to Hazleton by the first of July. The rails laid 
down and now in use were made at Danville, and weigh 
56 pounds to the lineal yard. They are laid on oak sills, 
26 inches from centre to centre, and are put together 
with fish-plates and joints, thus forming a continuous 
rail and avoiding the jolting over the ends of rails, usual 
when laid down with chairs. All the iron necessary to 
complete the road to Hazleton has been purchased, and 
is being delivered as required, and the sills are being 
made and furnished when wanted. There is now no 
obstacle remaining to prevent the completion of your 
road by next July. 

“Respecting the future prospects of your road, I 
would here mention that a new road has been pro- 
jected, extending from Hazleton, (the eastern terminus 
of your road), by way of Whitehaven and Stroudsburg, 
to the Delaware Water Gap. This road is called the 
Lehigh & Eastern Railroad, and connects at the Water 
Gap with a road which, when finished, will reach the 
Hudson river near Newburg: these connecting with the 
Boston, Hartford & Erie road, thus forming a continu- 
ous route by rail to Hartford, Boston, Portland, Ban- 
gor, St. Johns and Halifax. This road opens a direct 
connection by rail between the Lehigh coal region and 
Boston, with the intermediate points, and at the same 
time affords the trade westward bound a route to the 
West shorter by one hundred and forty miles than any 
other now in existence. The importance of this link of 
road can scarcely be estimated; forming a continuous, 
short and practicable route from Halifax, on the Atlan- 
tic coast, by way of the Union Pacific road to San Fran- 
cisco, on the Pacific, thus avoiding the long and danger- 
ous coast between New York and Halifax, and saving 
at least two days in time. These great advantages must 
enable this route to compete successfully with all others 
for the trade and travel betweeen these important 
points. 

“Your road will also make a connection by way of 
Lehigh & Susquehanna roads, to New York and Phila- 
delphia, forming the shortest route from the West to 
those points, and more particularly to Philadelphia, 
when the Perkiomen road is completed to Allentown, 
the distance by this route being sixteen miles shorter 
than by the Catawissa road. Cars returning westward 
can load with the Lehigh coal, and give your road loaded 
trains both ways, an advantage enjoyed by no oth 
road of the same length in the State of Pennsylvania. 

“Tn addition to the present connections of your road 
at Sunbury, the western terminus (the Northern Central 
Railroad, and the canal to Baltimore, and the Philadel- 
phia & Erie to Chicago, Buffalo, etc.), a new road is now 
being constructed—the Sunbury & Lewistown—which 
connects your road with the Pennsylvania Central at 
Lewistown. The road is 48 miles in length, and will 
bring the anthracite coal region 60 miles nearer the 
Ohio river than any other route, and will open another 
very important outlet for anthracite coal, giving your 
road the advantages accruing to its being the nearest 
field of that coal to the Western market. The coal can 
be delivered at Pittsburgh to vessels on the Ohio river, 
at a comparatively low rate, which must necessarily in 
crease the demand for it, and thus add immensely to the 
tonnage over your road. The Sunbury & Lewistown road 
has been under contract for some time, and one-half of 
the whole route is graded. Arrangements have been 
made for the iron, and it is expected that the whole road 
will be completed to Lewistown by January next, 

“Your road can be completed to the coal region about 
the first of May, and parties are now so far advanced 
with their collicries, that they will be ready to give your 
cars steady and full employment to the utmost capacity 





of your road, and I cannot conceive of any reason why 
the stockholdersshould not be receiving dividends upon 
their investment by next annual meeting. Several coal 
tracts adjoining or near those belonging to the company 
have been sold recently at prices which show the sagacity 
of your managers in purchasing the coal lands for the 
company, as they could now be sold at double the price 
they originally cost. It seems tome that the managers 
of the Danville, Hazleton & Wilkesbarre Company have 
good reasons to be perfectly satisfied with the present 
and future prospects of their enterprise.” 








The Illinois Central Tax. 





An address has been issued, signed by editors of the 
Effingham Register and Democrat, the Decatur Repub- 
lican, the Kankakee Gazette, and Times, the Carbondale 
New Era, and the Champaign Gazette, asking the people 
of the State to reject the clause of the new constitution 
relative to the 7 per cent. tax on the Illinois Central 
Railway, which is separately submitted, and may be 
rejected without impairing the remainder of the instru- 
ment. The proposed clause provides that the Legislature 
shall have no power to remit the tax, or to use any 
portion of its proceeds for any other purpose than the 
ordinary expenses of the State Government. This, they 
think, forbids any payment out of the State Treasury to 
the counties on the line of the road for the loss -they 
suffer from the exemption of the property of the Illinois 
Central from local and municipal taxation. 

These gentlemen argue that the tax is not ultimately 
borne by the Illinois Central, but, like all other taxes 
and expenses,‘ national or State, is included in the cost of 
running the road, which freights and fares must be reg- 
ulated so as to pay, even before paying dividends. They 
argue that the claim that the removal of the tax would 
not be followed by the reduction of the freights and 
fares, is just as absurd as to allege that the removal of 
any other taxes or tariffs would not benefit the con- 
sumers, but that the merchants would absorb the whole 
difference in increased profits. This being so, the tax is 
claimed to be a tax on the thirty-five counties on the line 
of the road, and is an effort by the State at large to 
collect its whole expenses out of one-third of its coun- 
ties, at the same time that it exempts the principal item 
of their property from local taxation. 

The ancient theory that taxes can be so adjusted that 
one set of tax-payers shall make a very great gain with- 
out another set paying an exactly equal amount in loss, 
has governed the action of the people of this State so far 
on this question. They have regarded the $450,000 col- 
lected annually from the Illinois Central Railroad asa 
gratuity, a production of something out of nothing, as 
the Council of the Vatican says the world was made. 
But miracles in these days are rarer than when the work 
of creation was going on, and there are really very grave 
doubts whether the $450,000 special tax by the Lilinois 
Central does not have to be earned by the farmers of 
Illinois before it can be paid by them to the company, 
and by the company to the State. 

The county which is most largely interested in this 
question is the county of Cook, within which some five 
millions of dollars Illinois Central Railway property is 
located, and which is exempt from city and other local 
taxes, amounting to not less than one hundred thousand 
dollars per year. Thissum is now commuted in the 
form of a State tax, and the city of Chicago furnishes a 
police force, a fire department, health department, street 
lamps, pavements, water, sewerage, and all the other 
paraphernalia of municipal government, to the Illinois 
Central Railway for nothing. This being a part of the 
original contract, we do not complain, thos, as a city, 
we should exercise more care in making another contract 
of that kind. The danger is not that the new constitu- 
tion, or the separate clause, may be defeated, but that, at 
some future time, when the injustice of collecting the 
whole State revenue from thirty-five counties becomes 
more glaring than it is at present, a movement may be 
set on foot, by the people of those counties, to upset the 
contract upon legal grounds; first that the State, having 
been a trustee merely, for the land grant, could not ac- 
quire an interest in the trust property ; and, second, that 
a State has no right to lay a tax upon the property of 
other States passing through it—Chicago Tribune. 








Railway Influence on Legislation. 


The managers of the larger railway companies exer- 
cise a most pernicious influence upon local or State leg- 
islation. In fact they control legislation from the influ- 
ence of their aggregated capital, and the free use of 
money and other potent influences always possessed by 
mien of their position. For many years the managers of 
the New York Central Railway exercised a controlling 
influence upon the legislation’ of that State, under the 
effect of which all other interests had to give way; and 
we sce in other States the same power exerted with the 
most unscrupulous rigor. A prominent railway com- 
pany in Massachusetts for several years kept a band of 
well trained paid lobbyists at a suit of rooms near the 
State House, and into these seductive headquarters, well 
furnished with the best of liquors, cigars and edibles, 
card tables, and other means of social influence, mem- 
bers of the Legislature and other influential persons 
were always welcomed by the paid agents of the com- 
pany, well known professional lobbytete, men of brains 
and any quantity of assertion. .When the company wished 
to carry a measure in its interest, or defeat one opposed 
to it, it found the influence of this arrangement potent. 
These agents reduced lobbying to a science, commencing 
even with the primary meetings of political parties, in- 
fluencing the defeat or election of men either feared as 
opponents or desired as friends of any important meas- 
ure, After the legislature is chosen, the lobby men are 
very active in canvassing for Speaker of the House or 
President of the Senate; they go for the man or men 
Who will appoint the right men on the railway commit- 
tee; and with their activity, perseverance, and thorough 
knowledge of men and things, they seldom make a mis 
take. In fact, the railway committee is often the creature 
—the actual creation—of the lobbymen; and if by mis- 








take some man of independence and judgment gets upon 
the committee, when an important measure isto be re- 
ported upon, and there is a question of the result, the 
lobbyman—who knows everybody—straightway writes 
to influential men in the member’s district to come to 
the Capitol and help put the ddéubtful member in the 
right position. Members of the judiciary, doctors, law- 
yers, and even ministers of the gospel, are pressed into 
the service by these persevering lobbyists, The promise 
of a trip to Boston, with all expenses paid and a hand- 
some fee besides, does the business for a great many men 
who stand high in public respect, but whose weak points 
are known to the sharp, unscrupulous and plausible lob- 
byist. Men who are familiar with legislation know all 
these things, and it takes but a moderate amount of ex- 
perience at the State House to recognize the power of 
railway corporations, backed by a well trained corps of 
lobbyists, upon legislation affecting its own interest, 
Some very funny results are produced by lobby in- 
fluence at times. One at the present session of the Le- 
gislature is worth remembering. One large railway cor- 
poration bought a branch line that had been operated 
but not owned by another large corporation. The buyer 
wanted to connect the track of the branch line with its 
main line. This the other objected to, and to prevent it, 
the full force of the lobby was procured, and actually the 
House of Representatives were persuaded not to allow 
the connection of the main line and its branch by build- 
ing a short bit of track. This piece of legislative foll 

will be rectified hereafter, doubtless, but the fact is ma | 
worth remembering asa specimen of the power of the 
lobby directed by the managers of a powerful railwa 

corporation. At another time we propose to spea 
plainly upon the influence brought to bear upon sallwey 
legislation.— American Railway Times. 








The Canadian Canals. 





The bill for the enlargement of the Welland Canal, to 
which frequent allusion has been made in these columns, 
has finally passed both Houses of the Canadian Par- 
liament. It provides for ——s and enlarging the 
prism of the Welland Canal—or, if thought expedient, 
the construction} of a new work—at an early day; the 
new or enlarged canal to be of such dimensions as will 
allow the passage of the largest vessels navigating the 
Northern Lakes. 

If we mistake not, the estimated cost of the improve- 
ment is from five to eight million dollars. The comple- 
tion of such a work would, without doubt, be of great 
advantage to the Province. It would open up unbroken 
communication between the grain centres oF the West 
and the markets of the old world, which the former have 
long desired. The friends of the scheme assert that the 
advantages to be derived from such a work are twofold 
in their character. In the first place, it is claimed that 
grain intended for direct export will be saved the delay 
and expenses of handling at both ends of the Erie Canal; 
and, secondly, that vessels engaged in this trans-Atlantic 
trade can be put in the coasting trade during the winter 
months, when the lakes are frozen up. 

The Hon. Angus Morrison, M. P. for Niagara, who is 
one of the provisional directors of the company, has ad- 
dresssed a circular on the subject to the secretaries of the 
several Western boards of trade. The following is a 
copy of it: 

“ HousE oF Commons, Otrawa, April 27, 1870. 

“DEAR Sir: I have the honor to inform you that the bill 
to incorporate the Ontario & Ship Canal Company has suc- 
cessfully passed both Houses, the Senate and Commons, of 
the Parliament of the Dominion of Canada. As one of the 
Provisional Directors of the company, I enclose a correct 
copy of the charter for your perusal and future action 
thereon. 

“Tt is my intention immediately after the prorogation of 
Parliament, which will take place about the 10th of May 
next, to call a meeting of the Provisional Directors of the 
company, to be held at the town of Niagara (notice of the 
same will be timely given), for the purpose ofelecting officers, 
the consideration of by-laws to be adopted, and the perfecting 
of the other preliminary matters which may be requisite to 
place the canal scheme satisfactorily before the leading com- 
igercial men, traders and rae Stn residing in the United 
States and Canada, particularly those who are specially inter- 
ested in obtaining greater inland navigation facilities than at 
present exist. 

“In the mean time I will be most happy to receive any 
suggestion which may appear to you necessary and expedient, 
so as to insure the organization and capitalization. of this 
company — successfully carried out. 

‘*T have the honor to be, 

‘*Your obedient servant, 

‘* A, MORRISON, M. P., Niagara.” 


Should this work be accomplished, it does not require 
any great amount of intelligence to foresee the effect it 
will have on the commerce of New York city and State. 
The success of the enterprise, to our mind, depends on 
the support it may receive in Chicago, Milwaukee and 
Toledo. Those cities will be influenced toa great degree 
by the canal policy of this State. If they are convince 
that a liberal policy has really been inaugurated ; that the 
good results of last winter are to be followed in quick 
succession by a series of movements which shall have for 
their object an enlarged system of free canals; if, we re- 
peat, they are convinced that such a — is to be 
inaugurated in earnest, their support of the Canadian 
scheme will be nominal. But, on the other hand, if they 
are allowed to measure the accomplishments of the 
future by those of the past, the new canal company may 
look for substantial support at the hands of those enter- 
prising cities. Taking this view of affairs, it is of the 
greatest importance that the measures now before the 
people, —— to a permanent reduction of tolls, should 
receive general support. The passage of the Canal Debt 
Funding bill, when it comes before the people next fall, 
by an overwhelming majority, would go far to convince 
the West of the earnestness of our intention to give 
them, at no distant day, the free use of our grand water- 
way to-the ocean.—Bufido Commercial Advertiser. 


—The South Pacific Railroad Company sold last 
month 19,000 acres of land at eight dollars per acre. 
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General Railroad Mlews. 


OLD AND NEW ROADS. 


Sabula, Ackley & Dakota. 

The Directors of the Sabula, Ackley & Dakota Rail- 
road Company met at Marion, Iowa, June 9, for the pur- 
pose of considering the proposition of the Western 
Union Railroad Company as to the extention of that 
road from Sabula to Marion, and thence West to Ackley. 

The Board of Directors present were as follows: John 
Plankinton, of Milwaukee; A. E. Wood, of Sabula, Iowa ; 
George Saum, of Jones county; R. D. Stephens, I. M. 
Preston, and H. P. Elliott, of Lynn county; Alex. Run- 
yon and Paul Correll, of Benton county; Horace Cc. 
Green, of Tama county; George Wells and Elias Marbel, 
of Grundy county; M. B. Burns and J. Seaton Kellso, 
of Hardin county ; Thomas Corbett, of Chicago. 

The proposition of the Western Union Railroad Com- 
pany was accepted and the contract between the two 
companies completed. According to this, the Western 
Union Company, or rather the Milwaukee & St. Paul, 
with which the Western Union is about to be consoli- 
dated, agrees to iron and equip the road if the other 
company would grade, bridge and tie it. It is said that 
the whole road will be put under contract within a very 
short time. The line is very near that of a road now in 
progress from Clinton through Maquoketa and Anamosa 
which will be a feeder of the Northwestern, as the 
Sabula road will be of the St. Paul. The present officers 
of the road are as follows: R. D. Stephens, President; 
George Wells, Vice President; H. P. Elliott, Treasurer ; 
S. W. Rathburn, Secretary; I. M. Preston, Attorney for 
the road. 

St. Joseph & Coucil Bluffs, 

By the time table adopted June 5, there are two regu- 
lar passenger and two freight trains on this road. The 
mail and express leaves St. Joseph at 10:20 a. m., and 
arrives at the Missouri River, Council Bluffs (three miles 
from Council Bluffs station) at 5:25 p. m. The night 
express leaves St. Joseph at 2:40 a. m., and arrives at 
Missouri River at 8:55.a.m. In the other direction the 
mail and express leaves Council Bluffs at 7:35 a. m., and 
arrives at St. Joseph at 2:00 p. m.; the night express 
leaves Council Bluffs at 5:00 p. m. and arrives at St. 
Joseph at 11:00 p. m. 

New Orleans, Mobile & Chattanooga. 

It is intended to have this road completed between 
New Orleans and Mobile by the 1st of October, and af- 
ter such completion, trains will be run through via this 
road and the Mobile & Ohio between New Orleans and 
Columbus, Ky. This line will be likely to do very well, 
especially, if the Mississippi Central and the New Or- 
leans, Jackson & Great Northern are not more closely 
connected than at present. 

Wabasha & Austin, 

Preparations are being made for the immediate survey 
of a road from Wabasha, Minn., to Austin and the Iowa 
line, ota Brownsville, High Forrest, Rochester, Elgin and 
Plainview. 

St. Paul & Chicago. 

The contractors have no doubt that the road will be 
completed to Red Wing by the 1st of October. 
Allegan & Holland. 

This railroad, which forms a branch of the Kalamazoo 
Division of the Lake Shore & Michigan Southern, and 
is about 22 miles long, is completed. A celebration of 
the event was held in Holland on the 9th instant. Hol- 
land is a town about 50 miles north of St. Joseph and 
about six miles from Lake Michigan, at the head of an 
inlet of the lake. It was originally settled by a Dutch 
colony, and is now a place of considerable importance, 
with large exports of lumber and fish. The railroad is 
to be extended northward from that place up the lake. 


Eagle & Elkhorn. 

This road, which isto connect the Western Union 
with the Milwaukee & St. Paul and give the former a di- 
rect outlet to Milwaukee, has ten miles graded and the 
rest of the road-bed nearly ready. Tracklaying was 
commenced on the 9th instant, andit is expected that 
the road will be completed and trains running through 
regularly between Milwaukee and Rock Island before 
the ist of August, so that Milwaukee will be able to 
make a bid for the products of the coming harvest in a 
large part of Northern Illinois. Doubtless a strong ef- 
fort will be made to take by this route to Milwaukee a 
large part of the grain which the Northwestern has 
hitherto taken to Chicago. 

Laclede & Fort Scott. 

The subscriptions to this road, municipal and individu- 
al, amount to about $1,000,000. The line is located from 
Fort Scott easterly (bearing a littleto the south) through 
Nevada City, Stockton, Bolivar and Buffalo. The length 
of the line from Fort Scott to Lebanon is 128 miles; from 











Lebanon to St. Louis by the South Pacific Railroad, now | 


in operation, 185 miles, making the distance from Fort 
Scott to St. Louis 318 miles. Twenty-eight miles of tke 
Laclede & Fort Scott Railroad, lying between Lebanon 
and Baffalo, Mo., is under contract, and also that portion 
of the line between Fort Scott, Ks. and Nevada City, 
Vernon county, Mo., making 474¢ miles that is now in 
the course of construction. There is a charter for the 
extension of the road from Fort Scott to Humboldt, Ks., 
about forty miles. 

Missouri Pacific, ’ 

The stockholders held a special meeting on the 14th 
inst., for the purpose of voting on the approval of the 
terms of lease with the United States, Lawrence & Den- 
ver Railroad, and the Lexington & St. Louis Railroad, 
and other business. 

Sedalia, Warsaw & Springfield, 

An attempt is being made to build a railroad from Se- 
dalia nearly due south to Springfield, Mo. About thirty 
miles of the line, between Bolivar and Springfield, is 
proposed to be used in common with the proposed Kan- 
sas City, Springfield & Memphis Railroad. 

South Pacific. 

The road was completed last week to Pierce City, 
fifty miles beyond Springfield. It is proposed to extend 
the road from Neosho (to which point it is under con- 
tract) a little north of west to Oswego, Kansas, passing 
through or near Baxter Springs, thus connecting with 
the Missouri River, Fort Scott & Gulf and the Missouri, 
Kansas & Texas roads. 

Kansas City, Springfield & Memphis, 

Greene county has subscribed $400,000 to this road. 
Teho & Neosho. 

It is reported that this road, now in course of con- 
struction from Sedalia towards Fort Scott, has been pur- 
chased by the Missouri, Kansas & Texas Company, and 
will form a part of that rord. To connect with the 
Kansas line it will be necessary to extend it west of Fort 
Scott about forty miles. The track is now laid between 
Sedalia and Windsor, about fifteen miles, and will soon 
be down as far as Clinton. 

Missouri, Kansas & Texas. 

The Kansas line was completed to Chetopa, in the 
southeast corner of Labette county, and a few miles 
north of the Indian Territory line, last week. The com- 
pany has pushed its grading down into the Territory 
fifteen or twenty miles, intending to have it ready for 
the iron when it can get authority. It is reported that 
the company has purchased the Tebo & Neosho road, 
now in progress from Sedalia to Fort Scott, intending to 
make it its eastern outlet. 

Chillicothe & Omaha, 

The first ground was broken on the grading for this 
road north of Chillicothe week before last. 
Chillicothe, Lexington & Gulf, 

This company proposes to construct a road from Chil- 
licothe a little west of south through Lexington and the 
western tier of counties of Missouri to Baxter Springs 
or some point near it. 

St. James & Little Rock, 

It is said that the section of this road between St. 
James and Salem, about twenty-five miles, will be put 
under contract very soon. St. James is a station on the 
South Pacific 104 miles from St. Louis, and Salem is the 
county seat of Dent county, nearly due south of St. 
James. 

Knox & Lincoln, 

The company expects to have the road completed 
from Bath to Damariscotta, Me., about twenty miles in 
a northeasterly direction, before next winter. The road 
crosses many arms of the sea, making necessary many 
bridges and much trestle work. 


Bangor & Piscataquis, 

The city government of Bangor, Me., refused to lease 
the above road to the European & North American 
Company, but submitted to the citizens a proposition to 
subscribe $125,000 to complete it. This the people voted 
down, so things seem to be tn statu quo. 

Queen Anne's & Kent. 

General James Tilton, late of Wilmington, Del., has 
been appointed Chief Engineer of the Queen Anne’s 
& Kent Railroad. The Board have decided to recom- 
mence immediately, and prosecute with vigor the work 
to its southern terminus at Centreville, Md. The com- 
pany hope to have the road opened for business from 
Massey’s Cross Roads to Sudlersville, a distance of nine 
miles, during the present month. 


Belfast & Moosehead Lake, 

The laying of the iron on this road was commenced 
at Belfast on the 4th instant. It is expected that the 
road will be completed in three months. 

Alexandria & Fredericksburg. 

A letter tothe Baltimore Sun dated Richmond, Va., 
June 4, says: “The Alexandria & Fredericksburg Rail- 
“road Company achieved a signal triumph yesterday 
“over the Potomac Railroad Company. Its bill contin- 


“uing its charter, etc., which had already passed the Sen- 
“ate, was passed almost unanimously by the House. The 
“ Alexandria & Fredericksburg Railroad Company was. 
“chartered by the Alexandria Legislature during the 
“war, but after some progress in the work, suspended 
“operations. In 1867 the Legislature chartered the 
“Potomac Railroad Company to take the place of the 
“ Alexandria & Fredericksburg, and build the road. By 
“the bill just passed, the Alexandria & Fredericksburg 
“Railroad Company is restored to its rights, and the 
“State's claim to a forfeiture of charter is waived. It is 
“ said that the road will now be built.” 


European & North American, 

A branch has been located from Arono, eight miles 
north of Bangor, westward to Upper Stillwater. It is 
intended to complete it this season. 

Portland & Rochester. 

The company has contracted with Portland Rolling 
Mills for iron rails for track between Alfred and Spring- 
vale. 

St. Louis & Santa Fe, 

The Paola, Kansas, Republican says: “ For a week or 
“more past there has been an almost continuous line of 
“teams and workmen passing through this city for the 
“line of the St. Louis & Santa Fe Railroad. They are 
“accompanied by the contractors who have the work in 
“charge, and go with spades, picks, wheel-barrows, ete, 
“ready to commence at once. This large force going on 
“to the line of the road comes from the Neosho Valley 
“and Atchison, Topeka & Santa Fe roads, on which 
“work has been suspended for the time being. The 
“final survey and location of the road from Harrison- 
“ ville to Paola is being made as rapidly as possible, and 
“it is expected that, within a few days work will be 
“commenced in this (Miami) county. 

Baltimore, Pittsburgh & Western, 

Akron, Ohio, proposes to subscribe $800,000 in aid of 
this, the line which is intended to be built from Pitts- 
burgh to Chicago for the Baltimore & Ohio Railroad. 
Ottawa, Oswego & Fox River Valley. 

This railroad is completed, or very nearly so, from 
Streator north to Ottawa, a distance of seventeen miles. 
The officers have proposed to extend the line from Ge- 
neva northward through St. Charles to the junction of 
the Fox River line with the main line of the North- 
western near Elgin, if the Northwestern will subscribe 
$50,000. The line is on the west side of Fox River from 
Aurora to St. Charles, where it will cross to the east 
side and pass through Clintonville on the way to Elgin. 
Davenport & St. Paul, 

The Davenport Gaeette says that “Messrs. Bryant & 
“Company have several gangs of men, finishing up the 
“ road-bed, starting from the cross roads just beyond the 
“ Orphans’ Home, Squires, Westlake & Cummins are 
“ finishing up the half dozen sections they had the contract 
“for, and will be ready in a few days for their final esti- 
“mates, They also have about all of their heavy bridge 
“timber ready and on the ground. John Deering, con- 
“tractor, has delivered several thousand ties on the river 
“bank, East Davenport. John Hornby will have fifty 
“thousand ties here before the month’s end.” 


Northern Pacific. 

A telegram from New York announces that the Exec- 
utive Committee of the company have awarded the con- 
tract for the construction of the Minnesota division of 
the road, 280 miles in length, from the dalles of the St. 
Louis River westward to Red River of the North, to a 
combination of an old Canadian firm, Ross, Payson & 
Co., with the Minnesota firm of Brackett, Morrison & 
Co. The entire work is to be completed by July 1, 1872. 
The Committee have also contracted for 20,000 tons of 
rails with the iron appendages necessary, and the en- 
gines, cars, etc., requisite for the work. 

Union Pacific, 

A telegram from Omaha dated the 10th inst. says: 

“Passenger trains on the Pacific Railway line are run- 
“ning very heavy. A train arrived to-day with 12 cars, 
“filled with regular passengers. Six new trains, com- 
“plete, will come out of the shops during the next 30 
“ days, to supply the increased demands of travel. Yes- 
“terday, an immense freight train of 92 loaded cars ar- 
“rived at Omaha from the west—probably the longest 
“train that ever run on any railroad.” 

Boston & Maine, 

The directors have decided to build at once a double 

track from Andover to Haverhill. 


Chicago, Danville & Vincennes, 

Grading is progressing south of Momence on the way 
to Watseka. The Monticello Railroad Company, which 
has a road-bed graded from Decatur, Ill., through Mon- 
ticello to Champaign, proposes now to extend its line 
northeastward to a connection with the Chicago, Dan- 
ville & Vincennes at some point in Iroquois county, For 
this purpose it has mortgaged its property to the Union 





Trust Company of New York for $1,500,000. The 
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length of the extension beyond Champaign will be about 
45 miles. 
Rutland Rallroad, 

This Vermont railroad is profiting by the settlement 
of the long quarrel of its two mortgages, ad is greatly 
enlarging its rolling stock for the accommodation of in- 
creased business. Over $700,000 of common and $400,600 
of preferred stock have been subscribed to the new plan 
for re-organization. 

Ridgefield & New York. 

At the second annual meeting of the Company, at 
Ridgefield, Conn., on the 7th inst., it was announced 
that there had been subscribed $537,000, and 314 miles of 
the road had been graded. E. Burdsall, of Port Chester, 
was re-elected President, and Peter P. Coonen, of Ridge- 
field, Treasurer. The company have applied to the 
Legislature for authority to extend the road to Danbury 
and for an increase of their capital. The line is from 
Port Chester, a station on the New York & New Haven 
Railroad, 29 miles from New York, northward to Ridge- 
field, 20 miles. Danbury is ten miles further north. 
Augusta & Lake Superior. 

This contemplated road is being urge with considera- 
ble spirit by Wisconsin people. Its route will be from 
Augusta, in Eau Claire county, northward through 
Chippewa, Barron, Burnett and Douglas counties. Its 
terminus on the lake is not yet fixed. 

Tebo & Neosho, 

We learn the work is progressing satisfactorily in 
Cooper and Howard counties on the Northern Division, 
and that it is expected that the road will be finished be- 
tween Sedalia Mo. and Fayette, forty miles northwest, 
by September next. 

Memphis & St. Louis, 

The work on this important road, from IHopefield, Ar- 
kansas, to St. Louis, Missouri, was commenced a few days 
since, on the other side of the river. This road is in- 
tended to run parallel with the Mississippi river, and to 
act asa levee for the purpose of protecting the over- 
flowed lands in our sister State. This road will run 
through Marion, Osceola, New Madrid, Missouri and 
Cape Girardeau. Some six miles back from Belmont, 
Missouri, is a station called Morley, on the Iron 
Mountain Railroad, forty miles from St. Louis. If suita- 
ble arrangements for consolidation can be made with the 
Iron Mountain Railroad, the work on the Memphis & 
St. Louis road may terminate at this point. But, in all 
probability, the road will be run through independent of 
all other roads. Large subsidies and grants have been 
given to this road by the States of Arkansas and Mis- 
souri, by means of which subsidies the road is, from a 
pecuniary stand-point, a fixed fact. By the terms of the 
charter the road will be on a levee the entire distance. 
It is to be five feet above the overflow mark, thereby 
protecting and reclaiming thousands ofacres of valuable 
land, and making these now useless acres as valuable as 
the best land in the State. Upon this levee the track 
will be laid. This novel method of railroad building 
will insure the keeping up of the levee for all time to 
come. 

The State of Arkansas will issue to the contractors of 
this road levee bonds to the amount of $25,000 per 
mile, and will give $10,000 per mile for the purpose of 
laying down the iron. The cost of grading will not ex- 
ceed $20,000 per mile, and the iron will not cost much 
over $12,000 per mile. The company of which Mr. 
Porterfis President is composed of Eastern capitalists, 
who possess large means and who intend to build the 
road as rapidly as possible. Colonel Leman, of New 
York, is the Chief Engineer, and Mr. Barbour has 
charge of the corps locating the road. 

The engineers ran out the preliminary surveys a few 
days since from Hopefield to Marion, Arkansas, and _ re- 
turned yesterday to Hopefield for the purpose of locat- 
ing the Union Depot to be built for the use of this road. 
The site of this depot was located yesterday. It isabout 
three hundred yards north of the machine shops :of the 
Little Rock railroad. The chief contractor on this road 
is Mr. Russell, who is well known as one of the light- 
ning contractors who built the Pacific Railroad, of 
which road Mr. Russell built nearly two hundred miles. 
Five hundred men—first-class railroad hands—are ex- 
pected from the North within a few days to begin the 
grading. Already in advance of the arrival of these 
laborers & number of wooden shanties are going up, 
under the superintendence of the contractors.—Memphis 
Avalanche. 


New York Western. 

On the 8th instant a meeting of railroad officers and 
other railroad men was held at Cedar Rapids, Lowa, and 
articles of incorporation, under the laws of Iowa, were 
adopted, organizing a company called the “New York 
Western Railway,” for the construction and operating of 
one or more railroads through New Jersey, Pennsy]- 
vania, Ohio, Indiana, Illinois, Iowa, Nebraska and Mis- 
souri, to connect with the termini of the Union & North- 





ern Pacific Railroads; and connecting and consolidating 
with the Pennsylvania Western Railway, in Pennsyl- 
vania ; the North American Railway Company, in Ohio; 
the Fort Wayne & Pacific Railway Company, in In- 
diana; the Muscatine, Kewanee & Eastern Railroad 
Company, in Illinois; and such other railroads as may be 
acquired by purchase or otherwise. The capital stock is 
to be forty millions. The number of directors to be not 
less than fifteen, nor more than eighteen. Till the fourth 
Wednesday in June, 1872, the following-named persons 
are to be directors, viz: George Green, Wm. H. Merritt, 
J. E. Abbott, D. Hammer, J, L. Bevier and Wm. Green, 
of Iowa; E. V. Bronson and 8. O. Dent, of Illinois; R. 
8. Dwiggins and J. M. Stackhouse, of Indiana; R. G. 
Pennington and Wm. H. Gibson, of Ohio; Henry Clews, 
Henry Weston and N. H. Boody, of New York. Meet- 
ings uf stockholders, after the year 1871, are to be held 
annually, on the fourth Wednesday in June, at Cedar 
Rapids, Iowa. The principal place of business is to be 
at Cedar Rapids. Directors may also meet in New York 
city and at Fort Wayne. George Green was elected 
President; E. V. Bronson, Vice-President; Henry Wes- 
ton, of New York, Treasurer, and L. Edwards, Secre- 
tary. The Executive Committee consists of Geo. Green, 
E. V. Bronson, R. 8. Dwiggins, R. G. Pennington, 
Henry Weston, J. E. Abbott, and Wm. H. Merritt. The 
directors meet at Fort Wayne on the 29th inst., to com- 
plete the consolidation. 

Quincy & Warsaw, 

The town of Warsaw, on the 4th, voted $60,000 to the 
Quincy & Warsaw Railroad, and $100,000 to the Air 
Line Railroad. The vote stood 500 for to 10 against 
the aid. 

Kansas Pacific. 

The car shops of the Kansas Pacific Railroad, at Wy- 
andotte, Kansas, were totally destroyed by fire, on the 
night of the 9th inst., with three passenger coaches, 
three flat cars, one box and one stock car belonging to 
the Chicago, Burlington & Quincy road, and about 50,000 
feet of walnut and oak lumber was also burned. Loss 
to the company $50,000; insurance small. Most of the 
mechanics working in the shop lost their tools. 

The Belmont & Columbus Transfer, 

The Mississippi Valley Review of the 11th inst. says: 

“ At last, the city authorities of Columbus, Ky., have 
“waked up to the importance of a close connection of 
“the northern and southern railroads at that point, or 
“sufficiently so, to annul the action giving a certain ferry 
“exclusive privilege there. This monopoly has thus far 
“prevented the crossing of cars by the Iron Mountain 
“road, and induced the Mobile & Ohio Railroad to lay 
“their track for river approaches a considerable distance 
“below the city, upon their own land, outside the town 
“limits. The result of the very sensible action of the 
“Columbus Council will be the removal of the Mobile & 
“Qhio track above alluded to, to the upper part of the 
“city, and the rapid construction of rail approaches on 
“the Kentucky side, by Mr. Allen, opposite those al- 
“ready completed at Belmont. Within a month or six 
“weeks, corn and other grain, also cotton, lumber, gro- 
“ceries, &., will be shipped through without breaking 
“bulk, to and fro, between St. Louis and the interior 
“cities of all the Southern and Gulf States. Now let 
“the City Council of St. Louis take the one remaining 
“step necessary to secure to St. Louis and the Iron 
“Mountain Railroad the full benefit of this connection— 
“the running of the cars of that road along our levee to 
“a connection with the North Missouri road and the ele- 
“vators. This would obviate the necessity of shipments 
“in sacks, save to southern buyers the loss from weigh- 
“ing on the levee, and those other incidental expenses 
“which now swell the cost of grain three to: four cents 
“per bushel, and which expense is just so much of a 
“discrimination against our market.” 

Maine Central. 

The contract for consolidation between the Maine Cen- 
tral Railroad and the Portland & Kennebec Railroad has 
been ratified by the Maine Central. Richard D. Rice, 
John B. Brown, Amos D. Lockwood, Reuben B. Dunn, 
George M. Potter and Abner Coburn were chosen direc- 
tors, who organized by choosing R. D. Rice President. 
The directors voted to take immediate steps to extend 
the road into Portland from Danville. 

Connecticut Western, 

The contract for building this road has been awarded 
to A. D. Briggs & Co., and Hawkins, Herthel & Burrall, 
of Springfield, Mass., all to be finished by November. 
Sugar River Railroad. 

This road is to extend across the northern end of the 
State of Vermont near the Canada line, from Newport 
on the west side of Lake Memphramagog, to the north- 
ern end of Lake Champlain. It will connect the Og- 
densburg road with the Grand Trunk. Work has been 
commenced on the line at Newport. Gov. Stearns has 
been appointed Building Agent, and Dexter Richards 
Treasurer. 





Philadelphia & Reading. 

This company took possession of the works, franchises 
and other property of the Schuylkill Navigation Compa- 
ny on the 1st inst. This company’s canal extends from 
Mill Creek (near Pottsville Pa.) to Philadelphia, 10814 
miles, nearly parallel to the Reading Railroad. It owned 
75 boats of an average capacity of 150 tons each. It 
represented a capital of $13,063,'779.24. 


Pittsburgh & Connellsville, 

The Cumberland 7imes says that the branch road from 
Somerset, Pa., to connect with the Pittsburgh & Con- 
nellsville road at Mineral Point is to be let to contractors 
at an early day. William Bear, Esq., of Somerset, is the 
President of the Somerset branch. 

Delaware, Lackawanna & Western, 

The Utica, Chenango & Susquehanna Valley Division 
was opened for business to Richfield Springs on the 30th 
ult., and trains commenced running between that place 
and Utica. 

Madisonville & Shawneetown. 

This road is projected to run from Shawneetown, IIli- 
nois, the southern terminus of the Springfield & Illi- 
nois Southeastern, southwest about 45 miles to Madison- 
ville, Kentucky, where it will connect with the Evans- 
ville, Henderson & Nashville Railroad. In the event of 
its being built it will afford a valuable southern connec- 
tion for the Springfield & Illinois Southeastern. Mr. W. 
L. Gordon, the President, is busy securing local aid in 
Hopkins, Webster and Union counties, Kentucky. 
Arkansas Western, 

Articles of incorporation have been filed for the Ar- 
kansas Western Railway Company, which {proposes to 
construct a railroad from some point on the line of the 
Little Rock & Fort Smith Railroad, near Van Burenina 
northerly direction through, the counties of “ Crawford, 
“ Washington and Benton, passing through or near Cane 
“VHill,{Fayetteville and Bentonville, and intersecting the 
“northern boundary of the State.” As soon as the en- 
gineers on the Little Rock & Fort Smith Railroad reach 
Van Buren, they will proceed at.once to survey this road. 
The directors are W. P. Denckla, C. G. Scott, J. H. 
Haney, A. P. Robinson, Edward Wheeler. 

Memphis & Little Rock, 

The Memphis Appeal says that there are 250 men 
working on the unfinished section of this road between 
the St. Francis and Pine Bluff’ The Arkansas Gazette 
says that the iron bought in France for Fremont’s road 
will be used on this. A considerable amount has been 
received and more is reported on the way. The road 
has been reported abandoned, and the prospect of its re- 
sumption and completion is very encouraging to Mem- 
phis, which needs this more than any other line. 


St. Louls & Southeastern, 

Messrs. Creedon and Wilson, contractors, have com- 
menced work in Gallatin county with a large force of 
men and teams. Messrs. G. W. Rearden & Joel Cook 
have taken a contract for furnishing 36,000 ties. 


St. Paul & Sioux City, 

The Mankato, Minnesota, Review says this road has 
been surveyed to the crossing of the Des Moines River, 
which is near the southern line of Minnesota and about 
8 miles from the Dakota line. The road is now com- 
peted to Lake Crystal, about 15 miles southwest of Man- 
kato, and the grading was expected to be finished to St. 
James, about 20 miles from Lake Crystal and 24 miles 
north of the State line, this week. 


Mexican Gulf & San Antonio. 

The sale of this road, with its franchises, took place at 
Lavaca, Texas, on the 14th instant, according to the no- 
tice given some time since. The Galveston News says: 
“Tt was purchased by Morgan, McComb & Co., for 
“ $75,000, subject to a claim by the Government of the 
“ United States for $50,000. We have not learned who 
“the bidders were against Morgan, McComb & Co., but 
“it was well understood that the bonds held by them 
“ against the road would give them advantages over all 
“ other bidders. 

“Tt is understood that there will be a consolidation of 
“ the Indianola & Austin charter with the Mexican Gulf 
“ & San Antonio road, and that the parties purchasing 
“intend to prosecute the work of extension to San An- 
“ tonio, and to Austin so soon as the road to Lavaca and 
“ Victoria is repaired, and the junction of the Indianola 
“ road with the Mexican Gulf & San Antonio Railroad 
“ is effected.” 


New Orleans to New York, 

By a new time schedule which went into effect last 
Monday, a train leaves New Orleans daily at 4:15 p. m., 
by the New Orleans, Jackson & Great Northern Rail- 
road, and goes thence over the Mississippi Central and 
the Memphis & Louisville to Louisville. There it con- 
nects with a train for New York by way of Jefferson- 
ville, Cambridge City, the Pan Handle and the Penn- 
sylvania roads, arriving at New York at 3:00 p.m. of 
the third day, making the trip in 71 hours. 





abi 





June 18, 1870 


THE RAILROAD GAZETTE. 


273 








St. Louis, Lawrence & Denver. 

At a meeting of the stockholders of the Missouri 
Pacific Company on the 14th inst., the lease of the above 
road, together with a@ contract to complete, equip and 
operate it, was unanimously ratified. The road is gen- 
erally known as the Lawrence & Pleasant Hill. It is to 
extend from Pleasant Hill, Mo., thirty-four miles south- 
east of Kansas City, westward to Lawrence, Kansas, 
thirty-eight miles west by south from Kansas City, 
making avery direct line from St. Louis to Lawrence, 
about twenty miles shorter than the present route. It 
will be to Kansas City very much what the Joliet Cut-off 
is to Chicago. 

New Orleans & Texas, 

There are more than a thousand men at work on the 
line of this road between New Orleans and Donaldsville, 
which isa town on the west bank of the Mississippi, 
about 60 miles in an air-line nearly due west. The New 
Orleans, Mobile & Chattanooga Company is building 
this line. It is intended to have this part of the road 
completed by the end of the year. 


New Orleans, Mobile & Chattanooga. 

Work is progressing on the section between New Or- 
leans and Mobile, which crosses some formidable water- 
ways. At the rigolettes, which is one of the outlets of 
Lake Ponchartrain, and close to the mouth of the Pearl 
—a region of vast swamps—the swarms of musquitoes 
threaten to compel the suspension of the work. It is dif- 
ficult to get the men to work there, yet it is intended to 
complete the road to Mobile by October. 


Back Bone Railroad. 

This company proposes to build a levee railroad from 
New Orleans up the Mississippi to Baton Rouge, and 
thence turn westward across West Louisiana through 
the Red River country to Texas. It has recently pur- 
chased the franchises of the Grosse Tete Company, 
which has a road in operation for about fifteen miles 
west of Baton Rouge. 

Lake Superior & Mississippi, 

The track is laid and the cars running to a point one 
hundred and twenty miles from St. Paul, and to within 
thirteen miles of the dalles of the St. Louis River, leay- 
ing but thirty-six miles of staging between St. Paul and 
Duluth, which distance will be reduced in a fortnight to 
sixteen miles. 
Indianapolis & St. Louis, 

Only seven miles of track remains to be laid on the In- 
dianapolis & St. Louis Railroad, between Terre Haute 
and Indianapolis. The unfinished portion is in the vicin- 
ity of Greencastle, three miles being on the east and 
four miles on the west of that city. 


St. Louls & Southeastern, 

St. Clair county, Illinois, lately gave a majority of 
three thousand against a subscription of $100,000 of pre- 
ferred stock to aid in building this road. 

Missouri, Kansas & Texas. 

A St. Louis dispatch of the 15th announces that this 
road is completed 184 miles south from Junction City, 
Kansas, extending half a mile into the Cherokee Nation, 
and the President of the road and a party of gentlemen 
have arrived here in a car direct from the Indian Terri- 
tory—a distance of 594 miles. 


Grand Rapids & Lake Shore, 

In a letter to T. J. Ramsdell of Manistee, Michigan, 
Mr. James F. Joy states the terms on which this road 
will be built as follows: 

“There should be raised to aid in building the Lake 
“Shore Road, in money or materials (which are equiv- 
“alent to money), the following sums at least: Luding- 
“ton, Manistee and Pentwater, $100,000; at Whitehall, 
“and North and south, $30,000; at Muskegon, $20,000 
“ total, $150,000. If the country will raise this, and I 
“can know this within three weeks, we will have the 
‘road done this year to Manistee.” 


A Chicago Connection for the Erie. 

‘The Lansing Republican gives the following prospec- 
tive statements concerning the Michigan Trunk lines: 
“Most of our readers know that by gaining control of 
“the Lake Shore & Michigan Southern Railroad, Van- 
“ derbilt has secured to the Hudson River & New York 
“ Central the right of the direct route to Chicago. The 
“ Erie Railroad does not propose to be thus deprived of a 
“through connection with the great West. The Michi- 
“gan Air line, which was to connect with the new and 
“short line through Canada, having been absorbed by the 
“ Michigan Central, the only way left is a consolidation 
“of a through line by uniting the interests ofthe Erie 
“and Northwestern railroads, and by the Canada line 
“line and Peninsular Railway connecting New York and 
“Chicago by a route of thirty-nine miles shorter than 
“any now in use. This line would pass through St. 
“ Clair, Romeo and Holly, effecting a junction at Lansing. 
“The combined capital of the Erie and Northwestern is 
“isabout $125,000,000. It is able to build any connect- 
“ing link without delay. President Dibble left for New 





“York on Monday last, to endeavor to consummate this 
“arrangement, and there is but little doubt that it will 
“ su » 


ELECTIONS AND APPOINTMENTS. 


—Stephen Kenrick, of Franklin, N. H., has been 
chosen President, and Wm. M. Leonard, of Belmont, N. 
H., clerk of the Franklin & Portland Railroad Company. 


—John H. Tegmeyer, Esq., has been elected Chief 
Engineer, and Mr. John T. Rigney General Superinten- 
dent of the Western Maryland Railroad. 

~—Lloyd Chamberlain, formerly Secretary, has been 
appointed Treasurer of the Lehigh Valley, in place of 
Charles C. Longstreet, deceased. John R. Fanshawe has 
been chosen to fill the office of Secretary in place of Mr. 
Chamberlain. 


—Ata meeting of the directors of Wells, Fargo & 
Company’s Express, held at their office in New York 
on Thursday, May 26, the following gentlemen were 
elected officers: Wm. G. Fargo, President; Lloyd Tevis, 
Vice President; C. Goddard, Treasurer; Theodore F. 
Wood, Secretary. 

—Kanasas people, those of Humboldt especially, are of 
late paying a great deal of attention to an enterprise 
called the “Humboldt, Neosho Valley & Columbus Rail- 
road.” The officers of the company lately elected, are: 
J. A. Trenchard, President; Isaac M. Fletcher, Vice 
President; J. N. Lee, Secretary; Thomas H. Butler, 
Treasurer; L. C. True and C. H. Howard, Correspond- 
ing Secretaries. 

—At a meeting of the stockholders of the Bay City & 
East Saginaw Railroad Company, held at the office of 
the company at East Saginaw, June 1st, 1870, the follow- 
ing directors and officers were elected for the ensuing 
year: Samuel Farwell, James Birney, A. S. Munger, Ap- 
pleton Stevens, Wm. McEwen, H. C. Potter, W. L. 
Webber, B. B. Buckhout and G. W. Ledlie. At a subse- 
quent meeting of the directors the following officers 
were elected: President, Samuel Farwell; Vice-Presi- 
dent, James Birney ; Treasurer, H. C. Potter ; Secretary, 
G. W. Ledlie. 


—The New Jersey Railroad & Transportation Com- 
pany have elected the following officers: President, R. 








-| W. Stiles; Vice Presidents, Moses B. Bigelow and 


Mahlon Delano; Secretaries, Abraham Voorhees and 
John P. Jackson; Directors, D. 8. Gregory, Henry R. 
Ramsen, Ferdinand Suydam, George R. Chetwood, 
Alfred L. Dennis, Isaac W. Scudder, Martin C. Howell 
and Nehemiah Perry. 

—At a meeting of the stockholders of the Potomac 
Railroad Company in Baltimore on the 18th ult., the 
following named gentlemen were elected directors for the 
ensuing year: Isaac Hinckley, Henry D. Cooke, Jacob 
Tome, Wm. 8. Huntington, John L. Marye, Jr., John 
Bull, Hallet Kilbourn, Wm. W. Dungan, George P. 
Fisher, Geo. A. Parker, Sam’l M. Felton, P. V. Daniel 
Jr., Enoch Pratt. Ata subsequent meeting of the direc- 
tors, the following officers were ‘chosen, jviz: Presi- 
dent, Henry D. Cooke; Vice President, Isaac Hinckley ; 
Secretary, John Bull; Treasurer, Wm. 8. Huntington. 
This company has a charter for building a railroad from 


‘| Alexandria to Fredericksburg, for which another cor- 


poration, the Alexandria & Fredericksburg Company, 
also has a charter. The former is supposed to be in the 
interest of the Pennsylvania Railroad Company; the 
latter is that of the Baltimore & Ohio. It is possible 
that each will build a road. 


—R. Walker is Superintendent and T. B. Papy Gen- 
eral Ticket Agent of the new Jacksonville, Pensacola & 
Mobile Railroad, which includes the old Tallahassee 
Railroad and the road in progress westward from Quin- 
cy, which it is intended to finish to Pensacola and 
Mobile. 


—George W. N. Curtis, who has been for many years 
Superintendent of the Camden & Atlantic Railroad, has 
accepted the same position on the Mobile & Ohio Rail- 
road. 

—The Long Island Railroad Company have elected 
Oliver Charlick, Wm. F. Havemeyer, Albert Havemeyer, 
John M. Furman, F. B. Wallace, A. 8. Hewitt, George 
W. Quintard, Francis Work, James M. Waterbury, 
Sheppard Gandy, Stephen Taber, E. V. Maitland, and 
A. G. Benson, as Directors. 


—At the annual meeting of the stockholders of the 
Chicago, Danville & Vincennes Railroad Company, 
held at the company’s office in Chicago, on the 15th 
inst., the following named persons were elected as di- 
rectors for the ensuing year: James W. Elwell, New 
York; James D. Fish, New York; W. D. Judson, New 
York ; Amos Tenney, New York; Matthew Taylor, New 
York; Jarvis Williams, Boston, Mass.; N. F. Merrill, 
Chicago, Ill.; William Young, Valparaiso, Ind. ; Alvan 
Gilbert, Rossville, Il A meeting of Directors was 





called and the following officers were elected for the en- 
suing year: W. D. Judson, President, of New York; 
Amos Tenney, Treasurer, of New York; Fred. E. Jones, 
Secretary, of Chicago, Ill. Directors and officers are the 
same as last year. 

—At a meeting of the stockholders of the Chesapeake 
& Ohio Canal Company at Annapolis, Md.,on the 6th 
inst., the following gentlemen, who had been previously 
nominated by the Board of Public Works, were elected 
directors for the ensuing year; James C. Clarke, of Bal- 
timore county, President; George 8. Brown, of Balti- 
more city; Gilmor Meredith, of Baltimore city; Jas. G. 
Berrett, of Washington, D. C.; Isaac Young, of Mont- 
gomery county; Wm. 8. McPherson, of Frederick 
county, and William Dodge, of Washington county. 
The President was voted a salary of $10,000 per annum, 
and is to directly superintend the business of the canal. 

—A meeting of the Provisional Directors of the Erie 
& Ontario Ship Canal, held in Niagara, on the 15th inst., 
was numerously attended by influential Canadians and 
Americans. G. H. Dodge, of New York, was elected 
President, August Morrison, of Toronto, Vice President, 
and Walter Stanley, Engineer. The President sub- 
scribed $100,000 ‘stock. 





TRAFFIC AND EARNINGS. 


—An important coal contract has been closed between 
the Delaware & Hudson Canal and the New York & 
Oswego Midland Railroad Company, by which the latter 
transports from Delaware county to the lakes in North- 
ern and Gentral New York the coal of the former com- 
pany. The supply of this line will be very large. 


—The Macon & Augusta Railroad is to extend from 
Macon, Ga., eastward through Milledgeville to Warren- 
ton, where it joins the Warrenton Branch of the Georgia 
Railroad, which gives it a direct outlet to Augusta. The 
road has been in operation from Warrenton to Milledge- 
ville, about 22 miles, for about three years, leased by 
the Georgia Railroad Company. It will soon be com- 
pleted between Milledgeville and Macon, thirty miles. 
The earnings and expenses for the year ending March 
81, 1870, were: 
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PERSONAL. 


—By the late accident on the Rutland Railroad, 
Douglas Smith, President of the Boston, Saratoga & 
Western Railroad Company, and A. R. Field, Chief 
Engineer of the Greenfield & Hoosac Tunnel Railroad, 
were fatally injured. 

—Hon. T. L. Jewett, President of the Pittsburgh, Cin- 
cinnati & St. Louis Railway Company, had a stroke of 
paralysis at Philadelphia on the 3d inst., and was for 
some days in a precarious situation, but is now thought 
to be out of danger. 





REQISTER OF EARNINGS. 


FOR THE FOURTH WEEK OF MAY. 





Cleveland & Pittsburgh, (203 miles) BIW, oc cccccccccce see 666 1 
“ “ (208 miles) 1860...............40. 198,154 57 
Increase (18 2-5 per Cent)..... .....cecccececeeeeeeee $26,501 63 
FOR THE MONTH OF MAY. 
Pacific of Missouri, tJ aie WDD. os civccvccccvcessccccers $283,221 
“ “ 255 miles) 1969 .......cececccccceeeees 273 
Increase (7 1-6 per Comt.)..........cceeeececececneees on a 
Marietta & Cincinnatt, -_ (277 it p cbwiosebaewe saconss $111 

BU EITE GID 40s cncccceeness cee. 110; 313 

Decrease (7-10 per COnt.)......00cceeseee eeeeceecees $820 

Obi & Miseias! (808 miles) 1870...0..6005 ceesseseves $246,266 
“ ot, (340 miles) 1900. pleebesseserence paabon 218,639 
Increase (12 3-5 per Cent.)..... 2.2.66. c eee ee cere eeeee $27,627 

FOR THE FIRST WEBK OF JUNE. 

Chicago & Alton (465 miles) 1870 .......seeeceeeseeeweees $96,202 21 
cae “ {st * : BIOD bbc0c00cesccccctecccssece 90,727 28 
Increase (6 per Cemt.)..........cceeceeeereseeeeeseee $ 5,474 93 

. DUD BIEDi eo ccccccccsssicoceseced $88,280 77 

= “en oo oe aniles) 1870 , comeenonpontcs docdeonme 7,938 41 
Decrease (18 4-6 per COMt.)..-+eeeceeceeeceeserereenes $12,242 36 
1, (996 miles) 1870.........-+sseeeeee $174,150 
aye oy r G35 miles) 1809  oppecepabusasaneee 159,588 
Increase (9 per COME.).........ccecseeeeewenercceeees $14 562 
cago orthwestern, 1,157 miles) 1860............0-++ $301,241 
= an & 157 miles) 1870...........-.+++ 274,198 
Decrease (9 per CONL.)......seceeeeecceeeeeeeeeeecees $27,048 





—The,Terre Haute Hepress says: “ Quite a number of 
railroad men are preparing to move to Indianapolis on 
account of the running through of trains from Indian- 
apolis to St. Louis, which goes into effect on Monday 
next.” 
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Editorial Announcements. 


Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad to receive news of them. 

Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired, 
(tay Our Prospectus and Business Notices will be found 

on the last page. 











FAST. 


It is understood that one of the questions at issue be- 
tween the trunk lines to the East, on trial during the 
present contest, is the time in which the trip between 
New York and Chicago shall be made. The Pennsyl- 
vania has a line by one route 49 miles and by another 61 
miles'shorter than those of its competitors. It claims 
that this advantage in distance gives it the right to make 
the trip in two hours less time. But the Pennsylvania 
route has many heavy grades, and the other lines claim 
that their advantage in grades counterbalance its advan- 
tages in distance, and that the trip should be made by 
allthe lines in the same time. We do not know that 
this is the chief question at issue, but it is one of them, 
and it ‘is probable that the result of this contest will 
settle it. At least there seems a disposition on the part 
of managers to make the very best time possible on their 
respective lines. 

The initiative in putting on the thirty-hour train and 
in reducing rates was taken by the Vanderbilt roads, 
we believe. It may be regarded as a challenge to the 
Pennsylvania. “We can do this: can you do better?” 
was the interpretation. It is very quick time and re- 
quires good roads, equipment, and the best management. 
But all the roads had maintained it for some months last 
fall, without accident and with reasonable certainty. 

The Pennsylvania this week gave its answer to the 
challenge. It is: twenty-seven hoursto New York. Fare 
reduced to eighteen dollars (just two-thirds of a dollar an 
hour). That is, as one of Mr. Bret Hart’s heroes would 
put it, “ We see you and go you three better.” Certainly 
there is no dodging of the question here. If the Penn- 
sylvania can make the trip in twenty-seven hours as 
easily as the other routes in thirty, it will have demon- 
strated its advantage in distance. This will not be 
demonstrated, however, unless the other lines try the 
same time and fail to make it, or if the Pennsylvania 
should fail to maintain it. 

This time of itself is sufficiently remarkable to deserve 
attention. The line by which it is made is not the short- 
est one, véa Allentown, but via Philadelphia. This route 
is 911 miles long. Thus the average speed of this train, 
including stoppages, is 3334 miles per hour, which ex- 
ceeds anything made in America heretofore on so long 
line. The northern routes,to make the same time, 
must run at the rate of 3544 miles an hour. 

This time is possible only on roads in excellent condi- 
tion, with rolling stock of the best quality, and under 

the mostiskillful management. We think that all the 


275 | that it be sharp, quick and decisive. 


973 | the greater the travel the less the profit. 





trunk lines have already demonstrated that they possess 
these advantages. No very long trial of these excessive 
rates of speed will be necessary, it would seem, to show 
quite plainly just how far and where one line has the ad- 
vantage of another for time. The contest is costly, like 
all contests; we have no idea that there is any public 
demand for such fast time; but it is one of the weapons 
of war. If there must be a contest—and there is no 
question of that, for it exists—it is better for all parties 
The Pennsylvania 
managers are confident that they can maintain their 
present rate regularly, and even make up an hour or two, 
if necessary. If other lines can do as well, they 
must shorten their time again or lose their 
point. We do not imagine that many more shortenings 


..277 | Will be made by any party, for if the limit is not already 


reached it cannot be far off. When it is over, doubt- 
less, the time will be established at something like the 
rate of last summer, which will meet all popular 
demands and leave a little margin between earnings and 
expenses for the companies. At present, we presume, 
Those who 
wish to go to New York in a day and an eighth, and for 
a very little money, will do well to go soon, before this 
contest is ended. 

Since writing the above, we learn that the Michigan 
Central and the Lake Shore roads, in connection with 
the New York Central, have made arrangements to run 
their fast train to New York in twenty-seven hours. As 
we have said above, this requires an average speed of 
thirty-five and one-half miles an hour, and counting the 
delays in crossing streams on one line, it will be at the 
rate of thirty-seven miles an hour—a rate which would 
hardly have been thought possible a few years 
ago, and, indeed would not have been possible, in the 
condition of the roads at that time. But our trunk lines 
have gradually been improved until they approach in 
perfection the costly English lines. Road-bed and su- 
perstructure have been made as safe as possible; inspec- 
tions are frequent and repairs immediate and thorough. 
Accidents on these lines are very rare, notwithstanding 
the increase in business and the number of trains and 
the consequent complication. There are double tracks 
on the eastern halves of the lines, and the western 
halves have many sections of second track where there 
is most passing of trains. The system of running trains 
by telegraph has been perfected, and there is everywhere 
more certainty and fewer opportunities for mistakes in 
the movements of trains. So what was not possible a 
few years ago may well be possible now. Still, this rate 
of speed is so much more rapid than any hereto- 
fore in use that its practicability can only be 
tested by experiment. Of course no one imagines that 
such arate can be made with profit. It is not likely 
that there will be any increase of business on account of 
the fast time, while it cannot fail to increase materially 
the expenses of the line, especially in repairs of road 
and rolling stock. But the question of profit does not 
enter into this contest. It matters little whether the 
fast train has any passengers or not. Of course, since 
the train must be run, it is well that something should be 
got .or it; but its success will be estimated by its regular- 
ity, promptness and safety, and not by the number of 
passengers it carries, or the money it returns to the com- 
panies. The reduction of rates has less reason in it. 
All the companies have pretty good credit and pretty 
strong backing, and it is hardly possible that one com- 
pany will deliberately plan todo the business at a loss 
until the other’s means are exhausted. It would seem 
that it is enough to add greatly to the expenses without 
diminishing the receipts of the roads. Probably this 
blow is aimed at the Erie particularly, but it can be hurt 
more by reductions on freight than on passenger business. 
It was reported at one time that rates would be reduced 
before the end of this week from $18 to $15, but no such 
reduction has been made before we goto press. Curiously 
enough, the low rates have not created any very re- 
markable increase in traveling, and indeed, at one time 
it rather fell off, the expectation of still lower rates caus- 
ing travelers to delay. They do not seem to remember 
that rates may go up as well as down, and that they are 
sure to be increased eventually, whereas they may never 
be any lower. 





The Erie and Chicago. 





The Erie managers threatened some time ago when 
the New York Central first manifested hostility, that it 
would turn its business from the Lake Shore & Michi- 
gan Southern to the Fort Wayne road, by transferring 
at Mansfield instead of Cleveland. It seems to have 
adopted this policy. A detachment of United States 
troops were sent through from New York to St. Paul 
this week, by way of the Erie and Atlantic & Great 
Western to Mansfield, the Fort Wayne road to Chicago, 
and the Chicago & Northwestern and Milwaukee & St. 
Paul to St. Paul. The Erie claims that the Lake Shore 





is not fulfilling its contract with regard to eastward 
bound passengers. Doubtless if the Erie persists in 
sending its business by way of Mansfield, the Lake 
Shore will consider itself absolved of all obligations to 
it, and will show it no favor, in which case the Erie can 
hardly hope to get any large number of passengers from 
the Lake Shore hereafter. What it will getfrom the 
Fort Wayne in exchange for its business, we do not 
learn. 





Read Before You Judge. 


A paper in the interior says that the Ramroap Ga- 
ZETTE “of course don’t like the way the new constitu- 
tion treats” such subjects as corporations, etc., but that 
lacking legitimate arguments against them, it copies from 
papers owned by the “monopolists.” We have copied 
from the Nation, the Commercial and Financial Chronicle, 
and, we believe, the American Railway Times, journals 
as independent of railroad or other corporations as any 
that exist. Moreover, the quotations we made were all strongly 
in favor of the provisions of the new constitution, though 
it was questioned whether some of those provisions would 
be found valid. The journal in question seems to take it 
for granted that a railroad paper must be opposed to any 
measures, whatever restricting the powers of railroad, 
companies, and to have guessed at the character of the 
articles we copied instead of reading them. We take oc- 
casion to say here that we know of no reason why rail- 
road corporations should not be amenable to the law, 
like other corporations and individuals, and we are 
ready to support any just measures which will fix fairly 
and clearly the relations between railroads and the com- 
munity. What those measures should be is an unsettled 
question, and we are very confident that the new con- 
stitution will not settle them, and many of them it will 
not touch at all. There must be and there will be much 
more discussion, and a more thorough understanding of 
the business of transportation on the part of the com- 
munity, before these questions can be settled. 








Vice President Pierson. 





Henry R. Pierson, who came here a little more than 
a year ago as Vice-President of the Chicago & North- 
western Railway Company, and has served in that 
capacity since, being re-elected at the recent annual 
meeting of the new Board of Directors, has resigned in 
order to accept an appointment toa similar position in 
the Pullman Palace Car Company, of which he is a 
director. Mr. Pierson eame here a stranger, and, we 
may say, was not enthusiastically received by some rail- 
road men in the city. But we believe that at this time 
he commands the respect and esteem of every one who 
has had occasion to know him. Certainly he has mani- 
fested unusual ability, perseverance, and the sternest 
integrity. He entered heart and soul into the contest 
with the Milwaukee and St. Paul party, and to his 
courage, persistence and uprightness, in no small degree, 
its defeat isdue. An‘* important part of the manage- 
ment of the company’s property was entrusted to him, 
and he discharged his duties with a fidelity and skill 
which did equal honor to his integrity and his ability. 

The Pullman Company have abundant use for his best 
powers. The organization and maintenance of a service 
over so many thousand miles of road require administra- 
tive talent of the first order. The company is fortunate 
to have obtained it. 


The New Orleans, Jackson & Great Northern. 











We are informed by a dispatch from New Orleans 
dated the 17th inst., that General McCombs took posses- 
sion of the New Orleans, Jackson & Great Northern 
Railroad on that day (yesterday) by decision of the 
Court. The particulars concerning the contest for the 
possession of this road between General McCombs and 
General Beauregard have been given in letters of our 
New Orleans correspondent and in a letter in this num- 
ber of the RarLRoAD GAZETTE, which we copy from the 
Chicago Tribune. General McCombs represents the cor- 
poration which is now operating the Mississippi Central 
Railroad. It now has control of the line from New 
Orleans through Mississippi and about half-way across 
Tennessee to Jackson, in the latter State, where it con- 
nects with the Mobile & Ohio Railroad. The entire 
line is 442 miles long. At Jackson it connects with the 
Mobile & Ohio for Cairo, which is 106 miles further 
north. But its most important connection is with the 
Louisville & Memphis Division of the Louisville & 
Nashville, which crosses the Mobile & Ohio 17 miles 
north of the terminus of the Mississippi Central and 
forms another connection with the latter road by way 
of Memphis and the Mississippi & Tennessee Railroad, 
which forms a junction with the Mississippi Central at 
Grenada, 295 miles above New Orleans. By either of 
these lines it forms a direct route to Louisville. These 
lines will act in harmony, and we may expect to have 
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trains run through regularly between Louisville and 
New Orleans hereafter. 

The Pennsylvania Railroad Company is understood to 
have been active in securing this result, which will, 
doubtless, increase its facilities for doing the great and 
growing transportation business of the Southwest. 








Freight Rates. 


Rates on eastward bound freights remain’ the same. 
They have been very low fora month. The reductions 
have been chiefly from Buffalo to New York and on west- 
ward bound freights. A reduction of two-thirds on rates 
on live stock from Buffalo to Albany and New York is 
reported. The connection of the Erie with Albany 
through the Albany & Susquehanna road has enabled it 
to affect the business with Albany and New England 
which heretofore it has been hardly able to touch. No 
large proportion of business has gone by this route, but 
it has been sufficient to unsettle rates, and injure busi- 
ness. 

A report from New York says that the Erie managers 
charge the New York Central with making discrimina- 


tions against New York and in favor of Boston. It 
would seem strange that the Vanderbilt party should 


turn the traffic away from one third of their own road 
to another line. The truth is, the Central desires to 
make the rates to Boston proportional to the distance by 
tts line, which, from Chicago, is shorter than the others. 
But in the course of the contest rates have been as low 
to Boston as to New York. We may take it for granted 
that each company will favor most that traffic which 
giveslit the longest hauls. 








Flour and Qrain Trade of Buffalo. 


The westward movement of flour and grain through 
Buffalo from the West, from January 1st to June ist, this 
year, including flour estimated as wheat, shows an in- 
crease of 305,801 bushels over the receipts of the corres- 
ponding period in 1869. The receipts of grain are 429,- 
006 bushels more than in 1869, and the receipts of flour 
are 24,641 barrels less than in 1869, to June 1st. The 
most noticeable feature in this exhibit is the large increase 
in the a of wheat, and the falling off in the receipts 
of corn and oats. 

The pene of wheat this year, as compared with the 
same period last year, show an increase of 1,578,077 
bushels, while corn shows a decline of 914,806 bushels, 
and oats a decline of 503,425. The reduced movement 
in corn and oatsis accounted for by the fact that the 
crop last year was a partial failure. The same falling off 
. noticed in the receipts of those grains at the principal 

ke ports. 

The following shows the imports of flour and in 
into Buffalo from the West by lake and Grand 
Railway for the month of May, and from January 1st to 
June ist, 1870, as compared with previous years. 


FOR THE MONTH OF MAY: 


Ghicago Railroad Blews. 





Pittsburgh, Cincinnati & St. Louis. 

The event of the week on this line has been the transporta- 
tion of visitors to the Cincinnati Saengerfest. Tuesday even- 
ing a party of 600 was taken, and many tickets have been 
sold since. To-day is the last on which they will be sold. 
They will be good for returning until Thursday. As the rate 
to Cincinnati and return is only ten dollars, itis not strange 
that so many have taken hold of it. 


Michigan Central. 

A change of time will be made next Monday, affecting only 
the fast train between Chicago and New York. On and after 
Monday this train will leave Chicago at 1 o’clock p. m., in- 
stead of 11:30 a. m., running through to New York in twenty- 
seven hours, arriving at five o’ciock p.m. of the next day. 
This will give the traveler an opportunity to spend his whole 
forenoon and eat his dinner in Chicago and not stop between 
Chicago and Michigan City, except at Railroad crossings, 
and Lake, Battle Creek, Albion and Ypsilanti will be omitted 
from the list of stops made by this train heretofore. The 
time to Detroit will be 7 hours and 41 minutes. The Great 
Western will make its time in6 hours and 12 minutes, and 
the New York Central & Hudson River in 12 hours and 7 
minutes. This gives just 26 hours as the running time. The 
other hour is used in crossing the Detroit River, the Suspen- 
sion Bridge over the Niagara, and the Hudson River bridge 
at Albany. Thus the train actually runs 958 miles in 26 
hours, or very nearly 37 miles an hour. To make this time 
regularly and safely will be the most satisfactory evidence of 
the excellence of the line. 

The considerable decrease in earnings for the first week in 
June, compared with those of last year, is owing in a great 
degree to the heavy business of the week last year occasioned 
by the Boston Peace Jubilee. 


Chicago & Northwestern. 
The company has declared a dividend of two per cent. on 
the preferred stock, free from tax, payable June 29. 
The resignation of Henry R. Pierson, First Vice President, 
isannounced. We do not learn whether he is to have a suc- 


cessor. 

Mr. Tracy with a party of the directors and officers visited 
Minnesota last week. The St. Paul Press comments as fol- 
lows on their visit : 


“The arrival of these Egy my who comprise the new 
Board of Directors elected at the recent meeting of stock- 
holders, is an event of no small moment in the tory of 
railr interests in Minnesota. They are evidently alive to 
the fact that the next ten years will be a period of extraor- 
dinary activity in the construction of railroads in this State ; 
and they have come here to see the seuueay, So study its 
topography and resources, and to lay their p for future 
connections—more particularly with reference to the Great 
Northern Pacific Road. 

“A reporter from the Press interviewed some of the officers 
of the Northwestern last evening. 

“When the new President of the road, Mr. » was 
asked as to the terms of the contract with the St. Paul & 
Pacific Road, which had been ratified at the late meeting of 
the stockholders in Chicago, he replied : 

“¢The contract is simply an 


t enabling us to 
use their road and 


stock ; it applies to both the 


545 | branch and main line.’ 





CANAL EXPORTS. 

The following shows the Canal exports of flour and 
grain from B o from the opening of Canal naviga- 
tion on May ist, from 1862 to 1866, inclusive; May 6, 
1867, May 4, 1868, May 10, 1869, and May 10, 1870: 





Grain, @'ninc 
2,081,882 £045,s07 
3,198,740 3,908,815 

367,505 4,987,660 
1,298,013 188 
4.736.765 4,705,565 
$607,278 «3,804,778 
Tastoss «| Tsta‘sas 
6,39 6,581,964 


CANAL TOLLS. 
The aggregate receipts of tolls at the Buffalo office 
from the opening to June ist, is thus reported : 





BOOB... cscccccerseccovecessccccecoces eeevececesess 428,078 
IBEL.... 2... eee Doce cesecceerccvesevescccccsccccece 254,156 


The number of boats cleared from the opening to 
June ist, were as follows: 


RS ere a Senden snthodtireons 615 
iliet titted locntoaeatanceeonsel spanddieniitiedienenaiie 730 
ca OL IIIS SII HE BO! IE re) 
Pinan SOUNDS Gas <issvivcevascoccdosuedgoessccbeasbuall 641 

—Buffalo Commercial Advertiser. 





“Tn reply to the poston, | your road interested in the 
Chicago & St. Paul ? Mr. Dunlap replied : 

“*No, sir, we have no interest in that road.’ 

***Of course you intend to establish a connection between 

m and ona ?’ 

***'Yes; we shall close up that gap. We must connect the 
Winona & St. Peter with our system of roads in Wisconsin.’ 
P ec - ve you any purpose of the road beyond St. 

eter 

*“¢There has been no action taken in that matter. One 
hundred and fifty miles are under contract; we will finish it 
up to St. Peter right along.’ 

“*You have not yet decided upon any scheme of con- 
—- with the Northern Pacific and the Minnesota rail- 


“*No ; that’s what we are here for. The board is new, 
and your country is new and unsettled ; and we will have to 
devote some time to a general review of the situation.’ 

“*Tt looks somewhat as though your interest must con- 
flict with the Milwaukee & 8t. Paul.’ 

“*« Well, to be sure they don’t directly harmonize: but we 


will e these little matters.’ 
* One of the gentlemen of this party, Mr. Ten Have, from 
Holland, represents some $15,000,000 of stock in the North- 


western. He expresses himself as highly pleased with the 
appearance of the country.” 


Chicago, Rock Island & Pacific. 

The arrangements for running through trains between 
Chicago and 8t. Louis, which we referred to some weeks 
since, have been completed, and on next Monday through 
tickets will be on sale, via Peoria and Jacksonville, to 8t. Louis. 


Lake Shore & Michigan Southern. 

The fare between this city and New York has been reduced 
to $18.00, as upon all the other Eastern lines. Though no 
announcement as to faster time than that heretofore adver- 
tised, thirty hours, has been made, the business over the road 
is good, and increasing. Next Monday a new time schedule 
will take effect, by which the fast train will be made faster, 
and the leaving time changed so as to accommodate travelers 
better. Next Monday and thereafter the train will leave 
Chicago at one o’clock p. m., and run through to New York 
in twenty-seven hours, arriving at five o’clock the after- 
noon of the next day. Thus the train will leave an hour and 





arrangement no stoppage for dinner is necessary on the first 
day. By this schedule the average rate of speed will be 
thirty-five and one-half miles an hour, including stoppages. 
The increase in the rate of speed is more apparent than real, 





for most of the three hours is sayed by cutting out stops. 


a half later, and arrive as much earlier than before. By this | £ 





Very long runs are now made without stopping. The train 
is intended exclusively for through business. 

The completion of the Allegan & Holland Railroad, in 
Michigan, gives this road access to Holland and the eastern 
shore of Lake Michigan through its Kalamazoo Division. The 
advantages of this connection will soon be increased by the 
extension of the new road along the Lake Shore to Grand 
Haven and beyond. 

Mr. F. E. Morse, the Genoral Passenger Agent, started for 
California last week, to be absent three or four weeks on busi- 
ness connected with this road. 


Pittsburgh, Fort Wayne & Chicago. 

The new time-table introduced last Sunday gives the fast- 
est time ever attempted in America on so long a line. We 
learn that it has been made successfully so far, and that the 
managers of the road are confident that they can maintain it 
with safety for an indefinite period. This company also took 
the initiative in reducing rates, which are now $18 to New 
York, $20 to Boston, and correspondingly low to Baltimore, 
Philadelphia and New England points. Business has been 
brisk, but not so heavy as it would have been if still lower 
rates were not hoped for by many travelers. 

The time schedule of the fast train as it now runs will be 
found on our advertising pages. The distance to Pittsburgh, 
468 miles, is made in thirteen hours. This gives an average 
speed of 36 milesan hour. This leaves an easier task to the 
Pennsylvania, with its heavier grades. It makes the 355 
miles between Pittsburgh and Philadelphia in eleven hours 
and a half, which is at the rate of 31 miles an hour, This 
leaves the New York & Philadelphia line with much lighter 
work—89 miles to make in four hours and forty minutes, 
which is actually less than twenty milesan hour. This line 
never takes a part in such competitive contests; if it was so 
disposed, it could doutless make the time in two hours and a 
half, for it is one of the best of roads, with Very light grades. 


Chicago & Alton. 

The Mississippi Valley Review of the 11th instant says of 
this road that there “‘now run over their main road and 
“branches forty-six regular trains. This company have in 
“course of construction ten new sleeping and drawing-room 
“coaches, to possess all modern Pullman improvements, in- 
“cluding gas-lights. The new arrangement of a Saturday af- 
“ ternoon train, arriving at Chicago early Sunday morning 
“(noticed in our last), is duly appreciated by the traveling 
“ public.” 

President Blackstone returned from the East early this 
week, 





Qrand Trunk. 

Last Monday fast trains were put on this line, running 26 
miles an hour. The road has been much improved of late, 
and preparations are making for providing it with a rolling 
stock equal to any in the country. A number of Pullman 
cars of the finest pattern are in course of construction in 
Montreal ; some very beautiful day coaches will be put on the 
Detroit & Sarnia line directly. Already same fine new coach- 
es are running, which give the best satisfaction. In a few 
weeks, probably, the Illinois Press Association will make a 
trip over this road, going through from Chicago to Portland, 
and probably to Quebec also. With its new improvements 
and the beautiful and picturesqne country on its line, the 
road is sure to develop a large business in pleasure travel. 

—_—_—_————— 


The Boston, Hartford & Erie Debt. 


Messrs. Parker & Cobb, of Boston, make the follow- 
ing estimate of the debt of the Boston, Hartford & Eric 
Railroad Company : 





Out- | Rate Whe » 
ctanding.|per ¢. When paid. ty whem | atte’ 


M on B., 
ProvSPiah | 
R., currency . .| $2,055,000 7@../Various. 





Hartford. | Various 





6@7 |Various. 8.H. & E.R.| Various 
eee honned 1@..\Jan. & July 1/B.H. & E.R. 1900 


Docccgeess 10.. wine ele 1888 


After July 1, 


*Lia to 8.of 
nf ‘secur- 

















at par, gold... gold|Jan. and July|B.H.&E.R.|........ 
Remanks.—The “ floa debt” is of doubtful legality, or 
rather much of iin that condition, and nova lagal charge on ‘he 


The bonds of theH., P. &F. R. R. are mostly held in Connecti- 
cut, and sell at about par. 
Stock $20,000,000, issued in shares of $100, par. 


*The Boston, Hartford & Erie Railroad agree to 
oo Oo funt ee. ee 
. &. 








the interest 
expressed in 





—It is stated that the managers of the Chesapeake & 
Delaware Canal Company have unanimously decided to 
pay the semi-annual interest of the company due on the 





1st of July next, in gold, according to law. 
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MECHANICS AND ENGINEERING. 


Fastening Steel Tires. 

In fastening steel tires upon the solid iron wheel, some 
mechanics seem to ignore the fact that the hardest of 
iron tires would draw and become loose, long before they 
were worn out, and as the steel tires are somewhat of the 
game nature and subject to the same, or perhaps, heavier 
concussion, from the constantly increasing weight of the 
locomotive, they too may become loose before they are 
worn out, at any rate, there is no harm in preparing for 
such an emergency. 

But I hear some person argue and try to prove that 
they will not draw; but talk in such matters is rarely 
mistaken for common sense, and in these matter-of-fact 
days there is but little in things mechanical that can be 
taken for granted: and faith has long since been placed 
upon the list of paupers. 

To drill holes through a steel tire for a counter-sink 
headed bolt, would weaken the tire by loss of metal and 
prepare a place for it to break. The cheapest, and prob- 
ably a safe, way is to drilland tap a hole through the 
rim of the wheel, then drill a short distance into the tire 
and put in a set screw so that it shall bear firmly under 
the head but not on the end of the screw, this will, in 
case the tire draws, keep it in place until it can be proper- 
ly attended to. Perhaps it may be said that this too will 
weaken the tire, but the tire that will not bear this 
amount of weakening cannot possess much surplus 
strength, and is unfit for railway service. 

It is the practice on some English roads to bore the 
tire with a slight projection on one side of the wheel, 
and to clinch down the edge of the tire on the other 
side, but the English machines do not run over the Alle- 
ghany or Rocky Mountains without any rails under 
them.—Correspondence American Railway Times. 

Vose’s Manual for Railroad Engineers, 

With regard to the new edition of this work, the pre- 
paration of which we announced about a year ago, the 
American Railway Times (of which Mr. Vose is an edi- 
tor) says: “It is now in press, and will probably be out 
“in the fall. The large amount of valuable material, 
“ contributed by engineers throughout the country has 
“ demanded a larger work and more time than was at 
“ first contemplated. It is intended to put into the 
“ hands of railroad men a book in which they may find 
“reliable information upon all points connected with 
“ their business. The Manual is to be freely illustrated 
“ with examples of actual practice in railroad construc- 
“tion, and will contain a large number of plates show- 
“ing generally and in detail the best iron bridge work 
“in America. The methods of calculation, and nume- 
“ rous discussions connected with this important branch 
“of engineering, will also be given. This work will 
“contain about 500 pages, 100 wood-cuts, and a dozen 
“ large plates.” 

New Switching Engine, 

Mr. Hudson, of the Rogers Locomotive Works, has 
devised a new switching engine, which is thought to be 
an improvement upon the one we described some time 
since. In the old device the fuel and water were carried 
around the boiler, and its bulk somewhat obstructed the 
sight of the engineer. The new device is the same, with 
the exception that the cab is lengthened, and carries the 
fuel, and instead of the pony truck underneath the cab, 
it has a double truck there, the pony truck being re- 
tained on the front of the engine as before. The rear 
and forward trucks have equalizing bars connecting 
with the four connected drivers, so that the engine, 
though all carried on one frame, is quite flexible, and 
practically has a very short wheel-base, admirably fitting 
it for switching, construction, or branch road purposes. 
Mr. Hudson has built several of these engines, and they 
give the most complete satisfaction —American Railway 
Times. 

Heating Cars, 

An English paper says that a new method of warming 
first-class carriages in express trains has been adopted in 
Bavaria. A special van is attached to the train and con- 
tains a powerful “ calorifere,” and the heated air is con- 
veyed to all the carriages of the train by means of india- 
rubber tubes. The experiment with first-class carriages 
is reported upon so favorably that the authorities have 
determined to apply it to all the carriages on the Bava- 
rian lines, and that it is expected that it will soon be 
adopted on all the German railways. ' 

New Car Works, | 

The new car works of the Flint & Pere Marquette 
Railway Company, now in course of construction, at 
Saginaw, are according to the Saginaw Hnierprise, to be 
80x202 feet on the ground, 80 feet square of which will 
be two stories high, 28 feet walls, with medallion corners 
and slate roof, supported by truss work. Eighty feet by 
122 will be one story high, the wall and roof being 20 
feet high supported by columns. 

Six tracks will be run through the building, four lead- 
ing into the car room and two into the paint and _finish- 





ing department. The turning table will be on the south 
side of the building. The chimney stack of the works 
will be 80 feet high. 

The plan of the structure was drawn by M. L. Smith 
& Co., of Detroit, and the masonry, under the super- 
vision of Mr. Keeler of Saginaw, is to be completed by 
the middle of August. 

Changeable Gauge Cars. 

The New York Standard says: The Erie Railway 
Company, having a road of six feet gauge, have long suf- 
fered from the inconvenience of transhipping their 
freight to and from the Western railroads connecting 
with them, which have gauges varying from four feet 
eight inches to five feet and a half. This annoyance will 
soon be obvia‘ed by the recent invention of a car with 
shifting wheels, which can accommodate itself to roads 
of any of the five gauges existing in the United States. 
A steel feather, one and a half inches in width, is insert- 
ed in a lateral groove in the axle, five eights of an inch 
deep. This strengthens it, instead of weakening it. 
Notches are cut in this feather, in order that the wheels 
may be spread apart or moved nearer together. 

In order to test the experiment, a car constructed in 
this manner was sent, a fortnight ago, over the various 
gauges between this city and San Francisco with per- 
fect success. The construction of 1,000 freight cars of 
this description, and several passenger cars, has therefore 
been ordered. 

The change in the position of the wheels of these cars 
will be created by running the cars fora short distance 
over a gradually contracting track at the station where 
the changes of gauge occur. 

Valve Gear for Locomotives, 

The American Artisan says of this attachment which 
has been lately patented by Mr. A. Onslow, of Jersey 
City: “The object of this invention is to relieve the 
“slide yalve or valves of a locomotive from unnecessary 
“work and friction when the engine is running any con- 
“siderable distance or time without the assistance of 
“ steam, as for instance in running on a down grade, 
“which object it accomplished by setting the valves at 
“rest, thereby, relieving them and their rods, joints and 
“ operating parts from all strain or wear. The invention 
“consists in a combination with the ordinary operating 
“mechanism of a cylinder and piston or other suitable de- 
“vices, under control of steam from the boiler to influence 
“its motion in the one direction and of steam supply at 
“any point between the throttle-valve and the induction 
“ports of the engine, to influence its motion in a reverse 
“direction, so that the action of closing'the throttle-valve 
“will set the slide-valve at rest by disengaging it from the 
“rock-shaft, and the opening of the throttle-valve will 
“ produce the reconnection with the rock-shaft. 'The ar- 
“rangement, too, is such that not only is the rock-shaft 
“free to perform its ordinary travel when the engine is 
“running without the aid of steam and the main valves 
“are relieved from work, butsaid valves, when relieved or 
“ stopped during the running of the engine as described, 
“are arrested in a covered position of the ports which 
“prevents the admission of cinders or hot air from the 
“smoke-box of the engine, and thereby obviates injury 
“alike to the valve faces and cylinders of the engine.” 
The New Albany Bridge. 

We have heretofore announced that a new bridge is to 
be built over the Hudson River at Albany. The con- 
tract for its construction has been let to Messrs. Kellogg, 
Clarke & Co., of Phoenixville, Pa. 

Hardly five minutes in the night or day elapses with- 
out the coming of a train over the present bridge, and 
the new bridge will sustain the largest traffic of any 
railroad bridge yet constructed, and is proportioned 
accordingly. The rolling load provided for is 6,000 ths 
per foot; maximum strain 10,000 ths per square inch; 
ultimate strength of iron 60,000 tbs per square inch. 

This bridge will consist of two trusses 26 feet apart, 


comprising two tracks between, and a six foot sidewalk 


outside of each, at the lower chord. It will cross the 
canal basin on a curve, by seven spans of 70 feet each, 
with trusses eight feet high ; the main river on a straight 
line by four spans of 185 feet each and a pivot draw 284 
feet long, with trusses 25 feet high. The draw will be 
worked by a steam engine. 

The style of bridge is that familiar to our readers 
from the bridges at Quincy and Burlington over the 
Mississippi, which were constructed by Mr. Kellogg, 
while at the head of the Detroit Bridge Company. This 
plan has been considerably improved in detail by Messrs. 
Kellogg, Clarke & Co. 

The upper chords and posts are hollow wrought-iron 
“Phoenix columns ;” the lower chords “ Phenix weld- 
less links.” All the floor system (which is designed to 
bear 8,000 tbs per lineal foot, without exceeding 10,000 
tbs strain per square inch) is of iron; so that there will 
be nothing perishable about the bridge except the ties 
and sidewalk planks, which will wear out before they 
will rot. The cross-beams will be pieces of rolled “I” 





beams 1914 inche* deep. All the connections are either 
turned, planed or drilled, with the greatest accuracy ; 
1-100 of an inch being the greatest allowable error. 

The whole bridge will be completed for travel by the 
summer of 1871. 

The President of the Hudson River Bridge Company 
is Hon. Horace F. Clark, of New York, President of the 
Lake Shore & Michigan Southern Railway Company; 
Chief Engineer, Charles Hilton; Secretary and Treas- 
urer, 8. F. Fairchild. 








New York and New Haven Railroad. 





This company owns a railroad from Williamsbridge, 
N. Y., (1444 miles from New York on the Harlem Rail- 
road,) to New Haven, Conn., 62144 miles long. It rents 
the track of the Harlem Railroad for an entrance into 
New York. The road has a double track throughout, 
and has a remarkably large passenger business, We give 
below a part of the President’s report: 

The income of this company for the years ending 
March 81, 1869 and 1870, was as follows: 


1869. 1870. 
From Passengers. ..........0-ceesccceecees $1,634,834 39 $1,715,544 40 
0 eine sg s0bhe chant co nsgeeeeded 383,523 86 415,059 56 
% malis and CXPress.........0..esc0ee 107,994 97 107,691 64 
_— TTS. TIE 83,708 39 23,671 21 
“ gain operating Canal road.......... 8,813 73 





$2,163,875 34 $2,261,966 81 
Expenses, viz: 














WOMENS OF TOGT. 6 6. cc ccccccccsscsccsecces $306,871 23 $291,468 63 

* bridges... eaves 47,699 24 34,049 54 

“ buildings. 17,064 36 «©. 30 881 10 

oe ES eee 80,621 98 65,209 10 

_—— —= eee 114,018 51 113,209 55 

9,550 09 12,006 82 

105,054 19 127,487 93 

22,609 69 24,919 34 

73,562 75 61,701 30 

28,519 88 15,794 84 

g 17,081 95 10,811 35 
Station labor and expenses, including load- 

ing and unloading freight............... 88,652 67 100,055 34 
General superintendence and office ex- 

DONGODR io kinsisdcccnnncdvscvevccccecnacece are 27,979 82 
General ExpeMBeS.........ccseceerceeeeces 40,430 63 = 3,744 
Agonts and Clerks...............-seeeeeeee 48,776 87 63,023 54 
oo SE Oey errs 120,610 91 129,888 47 
Switch and signal men.... 18,892 77 15,798 02 
Watchmen and porters.... 19,111 37 =: 19, 678 87 
EMBUFAMOS.. 0.02 cccccccces ° ake 8,156 57 4,888 08 
Contingent expenses............-seeeeeee 4,058 39 5,861 41 

$1,162,344 05 $1,219,307 35 

AE: ciedtincsaracisesrcipsdseneae $1,001,531 29 $1,042,659 46 
Deduct taxes, interest and loss operating Canal road.... 279,359 30 

RON iui. sis nc cineie o/acieindesnees soguagyssostanp ethene $763,300 16 


The resources for the past year and the disposition of 
the same have been as follows: 
RESOURCES, 

















Cashjon hand April 1, 1859. ..............0sseeeeneeeseee $114,676 91 
Materials on hand April 1, 1869. .................00ee08 258,735 00 
First installment and additional capital (25 per cent)... ‘750,000 00 
Increase in accounts payable. .............eeccseseseees 224,498 15 
Transportation CArMiNgs...........+.eseresereeceeeseees 1,042,659 46 
Es axbavdcccnceddcceos oacdestnubessssceoaselete $2,890,569 52 
PAYMENTS. 
Dividends, July 1869, and January 1870, 5 per cent. - 
A ett 7 2 RRR RRS RCE 
Interest. ......c.ccceeeeeee 43 
Loss operating canal road 96 
Additional real estate. .........ccsecccccsseevecerseecs 63 
On account new lands and shops, N. H..............0s 268,681 31 
Steel rails (amount in excess of cost of newiron)...... 183,815 76 
Balance of cost of Bridgeport bridge.............. ‘ih 3,262 69 
Cost of new iron bridge at Cos Cob......... a nieeinicnress 16,0387 69 
On account of new bridge over Housatonic river, addi- 
tional lands and new depots at New Rochelle, Port 
31,344 12 
37,157 86 
ne 85,723 
Materials for coming season ~ 211,007 02 
Cashand due from agents and corporations April 1, 
DR scceccoReaeshd, ++ 0€edeengecvccecocecccesseveese 561,626 22 
Dotal, SHOWA s.... «0p pecaseccessccccecccce ashi $2,390,569 52 
The following is an exhibit in condensed form of the 
business for the past year: 
Receipts for transportation, &................ssseeess- $9,261,966 81 
Transportation GORPOMISS. 000.00 cc00 55508 os $1,219,307 35 pas 
UE cvcscocepseced.sencecesn0tngesed ces’ és 210 91 
RR i a ee EN 91,628 43 
Loss Canal r0adl.........ccccccccccscccaccs 5,519 96 
Canal road settlement account............ 85,723 95 
——_ 1,584,390 57 
To profit an lOWS........ cecccccccvecvcccccecceedese $677,576 24 


EXPENDITURES ON ACOOUNT OF THE NEW CAPITAL. 


Additional real estate. ............ cece eceeeceeeceeerces 583 
BOG) FAUST ..ccnccccccccscccscccecccccccces vececccccccces 316,575 31 
New lands and shops, New Haven................ss00+- 386,399 70 
RRR Se Ree 46,499 723 
Se Mla dis occ ccciakocccccenyeqegsecetsassenss 76,087 69 
eee ee 000 00 
On account of new depots and depot unds at New 
Rochelle and Port Chester, and new Housatonicriver 
BRING. ooo 60 5b5 dooce cc kndesdeccnacnsqactsecteeeececes 1,344 12 
$1,169,439 95 


From the foregoing accounts it will be seen that the 
gross poomapte from the transportation business of the 
company for the past year are about $98,000 in excess of 
the year preceding, while the net earnings after paying 
taxes, interest and loss on the Canal Railroad are some- 
what less. The increase in the number and mileage of 
the trains, of about 80,000 miles, the additional amount 
paid for taxes, the extra interest growing out of the pur- 
chase of additional lands in the city of New York, and 
the large expenditures incurred in running gravel trains 
during eight months of the year, are the principal 
causes of the increase in operating expenses. After the 
close of the present fiscal year, it is reasonable to expect 
that the company will begin to reap the advantages 
which will be gained from the improvements which 
have been and are being carried on, and which will be 
exhibited in diminished operating expenses. 

The new repair shops at New Haven are now substan- 
tially completed and in successful operation. A first-class 
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double track iron bridge has been erected at Cos Cob. 
About one-half of the road is laid with steel rails, and 
by mid-summer two-thirds of the entire track will be of 
steel. The equipment of the road has been considerably 
increased and the old cars materially improved, and with 
the facilities we now have, we see no difficulty in keep- 
ing up our roadway, cars, and engines, at less expense 
than heretofore. The item of taxes appears to be 
gradually but steadily increasing. During the past year 
the taxes have amounted to nearly 25 per cent.’of the net 
earnings of the company. If the present taxes upon 
dividends and upon passenger receipts are continued, the 
probabilities are, that the expenses for taxes will con- 
tinue to increase, The United States Internal Revenue 
Law affects this company more unfavorably than others, 
inasmuch as it levies a tax upon the passenger receipts 
of railroads, and while the greater of the receipts of 
most railroads is derived from the transportation of 
freight, full four-fifths of the receipts of this company is 
obtained from passengers. As long as the present tax 
laws remain in force, the item of taxation may therefore 
be expected to increase. 











The Milwaukee & St. in Central flowa. 


The following resolutions give the substance of the 
contract between the Milwaukee & St. Paul and the 
Sabula, Ackley & Dakota Railroad Company : 


Resolved, That this Board enter into a contract with the 
Sabula, Ackley & Dakota Railroad Company, of the State of 
Iowa, to take a conveyance of said Sabula, Ackley & Dakota 
Railroad, and complete the same from Sabula to Marion, and 
operate it as part of the said Western Union Railroad upon 
the condition that said Sabula, Ackley & Dakota Company 
shall on its part, without expense to the Western Union 
Railroad Company, 

1st. Procure the right of way. 

2nd. Shall locate said road and prepare it ready for the su- 
perstructure. 

3d. Shall locate said road and do all the work, under the 
direction of an engineer to be appointed by the Western 
Union Railroad. 

4th. Convey the same by a good and sufficient conveyance 
to the the Western Union Railroad Company :— 

And in order to enable said Sabula, Ackley & Dakota Rail- 
road Company to so complete said road ready for the super- 
structure—the Western Union Railroad Company will con- 
tribute and pay to said Sabula, Ackley & Dakota Railroad 
Company three thousand dollars per mile from Sabula to 
Marion ; said advances to be made from time to time, as the 
engineer in charge of said work shall report to said Western 
Union Railroad that such amount for any given number of: 
consecutive miles, not less than ten, commencing at the 
river, will complete the same ready for the superstructure. 

It being expressly understood that such advances are to be 
a lien, charge and incumbrance on said road, prior and su- 

rior to any claims until said road shall be conveyed to said 

estern Union Railroad Company. 


I hereby certify that the foregoing is a true copy of a 
resolution passed by the Board of Directors of the Mil- 
waukee & St. Paul Railroad Company, at their annual 
meeting, held June 4, 1870, in the city of Milwaukee. 


R. D. Jennunas, Secretary. 

Resolved, That this Board enter into a contract with the 
Sabula, Ackley & Dakota Railroad Company, of Iowa, to 
take a conveyance of said railroad, from Marion westerly by 
way of Grundy Center and Ackley, and to furnish the super- 
structure and operate the same: Provided, that said Sabula, 
Ackley & Dakota Railroad Company shall first procure the 
right of way and prepare said railroad ready for the super- 
structure—except bridges—and convey the same by a good 
and sufficient deed of conveyance to the Western Union Rail 
road Company, and that they will accept, complete and op- 
erate any ten consecutive miles thereof, commencing at 
Marion, as fast as completed ready for the superstructure 
after said railroad shall have been completed to on, and 
provided further, that said road shall be located and built 
under and in pursuance of the direction of an engineer of the 
Western Union Railroad Company. 


I hereby certify that the above is a true copy of a 
resolution passed at the annual meeting of the Board of 
Directors of the Milwaukee & St. Paul Railroad Com- 
pany. R. D. Jenyrnes, Secretary. 





Transmission of Goods in Bond from the Ports 
of Entry to an Interior Port. 


Some days ago, the St. Louis Democrat published an 
article charging the officials of the Treasury Depart- 
ment with discriminating against the West, and especial- 
ly St. Louis, in their rules respecting the transmission of 
bonded goods from the seaboard to the interior ports of 
delivery. Secretary Boutwell has answered tlre charge 
as follows: 





TREASURY DEPARTMENT, } 
OFFICE OF THE SECRETARY, June 6. 
Editors Missouri Democrat : 

GENTLEMEN : I inclose a newspaper slip headed “ Of- 
ficial Discrimination Against the Ww ” and take the 
liberty to communicate with you in reference to the 
statement contained in the article. 

It.is true that are transmitted in bond from San 
Francisco to Chicago and New York upon the lines of 
oo 3 
As far as I know, or can learn from inquiry in the De- 
partment, no application has ever been made for a bond- 
ed line of railway Ve at ee | St. Louis with the Pacific 
roads at Omaha; and, therefore, it is true that goods can- 
not be forwarded in bond from’ San Francisco to St. 
Louis; but I am not aware of any circumstance which 
will peovest the bonding of a road from St. Louis to the 
existing line of bonded railway and the transmission of 
goods in bond to your city, should the proper steps be 
taken by the railways or merchants interested in the 
business, 

_ The construction uniformly given by the Department 
in relation to the transmission of in bond from the 
ports of entry to an interior port is this (and it seems to 
me to be the only construction authorized by law), name- 
ly: that goods may be moved from a port of entry to an 
interior port of delivery; but that the law does not au- 





thorize the subsequent removal of the same goods in 
bond from the interior port of delivery to another interi- 
or port. It has occasionally happened, I am informed, 
that officers of the customs have authorized a transfer of 
goods in bond from a port of delivery to which they had 
been forwarded, to another port of delivery; but such 
acts have always been condemned by the Department as 
not warranted by law. I cannot learn that in this re- 
spect any distinction has been made between the West 
and the East, or between different sections of the coun- 
try ; and I may say that if it has occurred during my ad- 
ministration. it has been without my knowledge. 

It is true that the law makes a distinction between 
ports of entry and ports of delivery; but the article in 
the Democrat does not, as I understand it, complain of 
the law, but of its interpretation at the Treasury Depart- 
ment. Very respectfully, 

Geo. 8. BoutTwEt1, Secretary. 








Selling Railroad Franchises. 


Next Monday there will be offered at public auction in 
New York charters for building sundry street railroads, 
described as follows: 


“Commencing on the North or Hudson River, at the 
foot of One Hundred and Thirtieth-street; thence 
through and along One Hundred and Thirtieth-street, 
with a double track, to Manhattan-street ; thence through 
and along Manhattan-street, with a double track, to One 
Hundred and Twenty-fifth street; thence through and 
along One Hundred and Twenty-fifth street, witha 
double track, to the East or Harlem. River; also, from 
One Hundred and Twenty-fifth street, thence through 
and along the Third-avenue, with a double track to the 
Harlem Bridge: also, from the Third-avenue, thence 
through and along One Hundred and Thirtieth-street, 
with a double track, to the Harlem River; also, from 
One Hundred and Twenty-fifth street at its intersection 
with Tenth-avenue; thence northerly, through and along 
the Tenth-avenue, with a double track to the terminus of 
said Tenth-avenue, together with the necessary connec- 
tions, turnouts and switches, for the proper working and 
accommodation of the said railroad, on the said streets 
or avenues, route or routes, said road to be completed 
within two years from the passage of said act, except 
upon and along Tenth-avenue, and upon and along said 
avenue as fast as the same shall be opened, graded and paved 
from One Hundred and Twenty-fifth street. Such sale 
will be conducted in the ordinary manner of sales at auc- 
tion, and the person or corporation who shall offer to pa 
into the City Treasury the largest sum of money for such 
right, privilege, or franchise, shall receive from said 
Commissioners a certificate that he or they is or are en- 
titled to such grant, and are authorized to construct, oper- 
ate and use the same in accordance with the provisions 
of the said act; such certificate to be issued on the pay- 
ment, within ten days, into the City Treasury of the 
amount of the bid and of the execution of a bond to the 
Mayor, Aldermen and Commonalty of the City of New 
York, in the sum of two hundred and fifty thousand dol- 
lars, in two good and sufficient sureties, to be approved 
by Controller of said City, conditioned that the person 
or corporation receiving such certificate shall, within two 
years, finish and complete said road and equip the same 
with the requisite number of cars and horses, except 
along Tenth-avenue, as aforesaid ; but should he, or they 
be restrained or prevented by any legal proceedings from 
completing and constructing the same, the time for which 
they are so restrained shall not be deemed or taken 
to be part of the time within which the same is to be 
completed. But the Commissioners of the Sinking Fund 


are authorized and reserve the right to reject any bid, if 


in their judgment, it is for the interest of the City that 
they should do so, and offer the franchise for sale again. 
A copy of the Act of the Legislature under which this 
sale is to be made, can be procured at the Finance De- 
partment.—Dated, New York, June 1, 1870.” 

This is in accordance with a law passed by the New 
York Legislature last April and is so novel a plan that it 
will doubtless command general attention. 








Railroad Competition in Scotland. 


At a recent meeting of the Caledonia Railway Com- 
pany, one of the stockholders spoke as follows of the 
competition between that company and the North Brit- 
ish. We give it as reported in the Railmay News : 

Mr. Cowan, Edinburgh, then spoke of the competition 
carried on by the two companies between Edinburgh 
and Gl w. The ordinary shareholders were bein 
victimized by this ruinous, reckless, and almost wick 
competition which existed between the North British 
and Caledonian Companies. Between the two there 
were twenty-seven trains running between Edinburgh 
and Glasgow, each way, or fifty-four in all, and running, 
too, almost empty. There were no circumstances that 
could justify the reckless competition and wasteful ex- 
travagance which was being perpetrated, to the great 
detriment of the ordinary shareholders. The damage 
all fell upon them, for the preference shareholders, ac- 
cording to their place in the list, were perfectly safe. He 
was told yesterday Cindy) by a gentleman connected 
with the Clearing House, that the North British paid 
the Caledonian for the use of the portion of the line 
over which their trains were run 75 per cent. of the 
fros receipts. (A Voice: “Quite right.”) Then this 

eft onl per cent. for working expenses, whereas he 
knew that the working expenses over their whole sys- 
tem was no less than 50 per cent. In that case, he would 
leave any one to judge what the working expenses must 
be upon a porti_ n of the line on which there was little 
or no traffic. It was very possible that it might be 500 
per cent., or even 5,000 per cent.; but he merely men- 
tioned this to show how di ful it was that such a 
state of things should exist in such an enlightened coun- 
try as this. The directors of both companies were active 
men of business, who would scorn to do anything in the 
slightest degree the reverse of upright and reasonable. 








Yet in their colleetive capacity they perpetuated a sys- 
tem of this kind. The disectone had expressed a wish 
that their hands were tied. The shareholders of both 
companies should act together and do this; and if the 
shareholders could not do it then they ought to go to 
Parliament and get an Act to make railway directors 
keep peace with their neighbors. He was very glad to 
see that there was a probability of a conference between 
deputations of the two boards; but he could not say that 
he had very much hope that it would lead to any pro- 
longed state of amity and peace. He was very much 
disappointed that after the labors ot the committee, of 
which he had the honor to be a member, the position of 
the company should be actually so much worse now 
than it was then. He then alluded to the cost of adyer- 
tising, and remarked that he would not be much sur- 
prised if it exceeded the whole revenue derived from the 
competing lines. 








The West Wisconsin Railway. 





The West Wisconsin Railway is operated from Tomah 
to Augusta, a distance of sixty-six miles. The road-bed 
is ready for the iron for some thirteen miles beyond Au- 

sta, and on the next ten miles, to Eau Claire, the work 
is being pushed forward at a rate of progress which en- 
sures the completion of the road to the latter point, a 
total distance of ninety miles, by the last of July next. 
Striking the trade of Eau Claire and the river, the busi- 
ness of the road will be doubled. Between Eau Claire 
and Menomonee the road is being located and surveyed. 
It is expected to extend it thirty miles beyond Eau 
Claire this season, and to have it completed to Hudson 
by this time next year. At Hudson the West Wisconsin 
will be met by a road now being built to connection with 
it from St. Paul. 

The history of this road is unlike that of any other in 
the State. It is the work of two men, Mr. Baldwin, the 
President, and Mr. Humbird, the constructor. Both are 
gentlemen who on the line of the road possess the good 
will and esteem of all classes of people. Neither stock 
subscriptions nor farm mortgages were asked for the road, 
and the only charge of fraudulent dealing in connection 
with its construction lies—not against the road—but 
against certain counties which, having voted a gratuity 
to it, took advantage of the decision of the Supreme 
Court to go back on their pledges, Mr. Baldwin, as the 
financial agent of the road, has so well discharged his 
trust that he —_ within a year from the time of its com- 
pletion to be able to cancel every dollar of its indebted- 
ness, inclusive of its bonds, so that its present proprietors 
shall hold it clear. He has also proven his foresighted- 
ness by instituting measures for the colonization of the 
lands held by the road by European immigrants. To Mr. 
Humbird belongs the credit of having built the best rond 
in the State. On the fifty-two miles in operation is one 
nine-mile stretch as straight asa taut line, another of eight 
miles, another seven miles. The grades are light, the 
curves, where they occur, gradual. The rails are “ fish- 
jointed,” and the trains run with a smoothness altogether 
unusual in Western railroads. 

The towns on the line of the road show activity and 
nee oie be At Augusta, from the center of the town 
nearly a hundred buildings can be counted in course of 
construction or but newly finished. At Humbird, a new 
station where there was but one farm house one year 
ago, there is now a well-defined business street, with, in 
all, some twenty-five or thirty frame buildings, a story 
and a half to two stories in height, oye cn | and taste- 
fully built. To this station comesthe trade of Neillsville 
and Clarks county. Black Biver Falls, which formerly 
received that trade, and which was for some time the 
terminus of the road, shows a depression inevitable from 
the extension of the road and building up of Humbird. 
But in the development of its extensive iron interests, 
and in the _ increasing value of its water- 
power, Black River Falls will receive a valuable 
and lasting benefit that insures its future advancment. 
At Rudd’s Mills, in the heart of an extensive pine dis- 
trict, the proprietors themselves holding pine lands to 
last them for the next ten years, the mill buildings at 
tract attention. They are large, close framed, ‘inted, 
and well finished and wear a look of paying business, 
which they in fact sustain, and which is further evi- 
denced by the piles of logs and lumber that cover the 
adjacent acres. The proprietors have gone to little ex- 
pense in the erection of other buildings, the depot being 
the only one in keeping with the mills. For the rest a 
row of comfortable shanties make up the place. Here is 
noticeable the frame of the great bridge that is to span 
the Chippewa at Eau Claire, seven hundred and odd 
feet in length. The bridge is tw. together here, every 
stick, numbered, taking its place as it is sawed and 
finished. On the completion of the road to Eau Claire 
it will be taken down, transported, and put together again 
across the Chippewa. Between this place and Tomah 
another less important lumber station is passed. 

Much of the land from Tomah to Black River Falls is 
nearly worthless for agricultural purposes, but as it fur- 
nishes an almost inexhaustible supply of pine, it is like- 
ly to prove of greater value to the road than an equal 
extent of fertile prairie. From Humbird to Augusta the 
land is well adapted to farming. The road is without 
competition, and is likely to remain so, The country 
tributary to it on either side is practically unlimited. 
As wagon roads are built to it, and as its Tunber, iron 
and agricultural interests are developed, its business 
must advance at a rapid rate, in time to receive a still 
greater impetus from its important rail and river feeders. 

Naturally, the proprietors of a road thus sound finan- 
cially, and with a future, not only promising, but assured, 
seek that first desideratum of every leading northwest- 
ern railway—direct connection with Chica, To this, 
confident as to the final great success of their undertak- 
ing, they have looked from the first. That connection 
will be afforded by a consolidation of interests which in- 
cludes the Baraboo Air Line Railroad. And in securing 
that consolidation, and in the construction of the line, 
we can confidently count upon the co-operation of the 
West Wisconsin Railway.— Republic, 
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An English Criticism of the Railroad 
Article of. the New Illinois 
Constitution. 

We are told that the committee on rail- 
ways in the Constitutional Convention of 
Illinois have recently agreed to the follow- 
ing provisions: “ That no railway Compa- 
ny shall be allowed to water its stock, and 
that all acts of these Companies in this 
direction shall be null and void, except 
for purposes of building the road; that no 
railway Company shall increase its stock 
for any purpose whatever above the limits 
of its charter. That there shall be no 
consolidation. of parallel or competing 
lines under the same management.” 

* Nothing could be more ill advised 
in their general scope than these 
provisions. To water stock means 
in American phraseology what we 
understand by the term to délute 
stock by the issue of additional stock at a 
discount, or by giving paper (stock) divi- 
dends. For a long period we had a regu- 
lation by which no railway company was 
allowed to place stock at a discount. Our 
“Companies’ Clauses Act, 1863,” provided 
that no stock should be issued at less than 
its full nominal amount. That section of 
the general 1863 Actran thus: “The com- 
pany may from time to time dispose of 
new shares and new stock at such times, 
to such persons, on such terms and con- 
ditions, and in such manner as the Direc- 
tors think advantageous to the company, 
but so that not less than the nomi 
amount of any share or portron of stock be 
payable or paid in respect thereof.” This 
prevented shares from being issued ata 
discount, and drove Directors whose stock 
was not ata premium to issue preference 
shares, piling preference upon preference 
to a most dividend destroying extent. 
Branches and extension lines were made 
by means of preference shares offered 
with interest to carry a premium 
readily of course found subscribers. 
That interest being a to — 
during construction of the new lines 
the result was that when,the new lines 
were opened, and the interest on their 
capital had to be charged against the rev- 
enue of the parent companies, away went 
the dividend of the latter, the new lines 
yielding perhaps not one per cent., while 
the preference interest was five or six per 
cent. Now, ifinstead of the practice of 
raising new capital for new lines by means 
of preference shares a company had raised 
it by means of ordinary shares issued at a 
discount, or at the fair market — of the 
day, it is evident that instead of absolutely 
sweeping away dividends, the opening of 
new lees would simply have directed or 
reduced the rate of dividend. It is also 
evident that the shareholders would not 
have been s9 ready to sanction and take 
up additional stock issued at a discount 
without inquiring into the value of the 
new railways, as they were ready to take 
preference shares commanding a pre- 
mium. Actual experience in England 
has proved that the operation of the re- 
stricting act of 1869 as to placing 
stock at a discount was most un- 
wholesome, and hence the amending 
enactment of 1867, the “Railway 
Companies’ act, 1867,” which specially 
provides in its 27th section for the repeal 
of the words in the 1863 Act, preventin 
shares being issued at a discount, the ef- 
fect of which is to enable Companies to 
issue stock at a discount, and many Com- 
panies, we are glad to say, have availed 
themselves of it, the last being the Cale- 
donian Railway Company, which has just 
placed ordinary shares at 30 per cent. dis- 
count, or 70 per cent. price. It is, of 
course, better to get shares out at par or 
a premium, but if the market value of the 
stock will not admit of it the next best 
thing in to issue it ata discount. It is far 
better than creating preference shares. 

A Company should not have, and in 
England has not, power to issue shares 
beyond its Parliamentary limit. No rail- 
way Company here has unlimited power 
of share creation. Companies can only 
create and issue such shares as Parliament 
has previously authorized. They cannot 
exceed what may be called their “ Char- 
ter” rights, ° 

“That no railway Company shall be al- 
lowed to water its stock, and that all acts 
< how Cao in this direction shall 

e null and ‘void, except for purposes 0, 
building the road.” Wer PS mir ait d 
pliment tho Illinois Committee on Rail- 
ways for their clearness of expression. 
What is building a (rail) road! Would 
building a road include buying the land 
for it? or purchasing the rails for it? or 
paying charter expenses? Under a liberal 
construction no doubt it would, but under 
a strict or legal construction would it? 
Does building the road include buildin 
any branch line granted, or any new sid- 
ings be putin! It can hardly include the 
provision of new rolling stock for the 





line, yet we know not why, capital should 
be issued at a discount for one purpose 
and not for the other. It is just as im- 
portant that a railway company should 
have rolling stock as a road for it to work 
over. 

Another provision in the American re- 
solutions quoted, we must (in the English 
Shareholders’ interests) protest against. 
It is— That there shall be no consolida- 
tion of parallel or competing lines under 
the same management.” At home, we 
confess, there is a great jealousy in high 
quarters, of railway amalgamation; and 
as a general rule large amalgamations for 
the purpose of monopoly are objection- 
able, but where unfortunately two lines 
have been made to one place, it is usually 
in the interest of the public as well as of 
the railway companies that the evil should 
be mitigated as far as may be by amalga- 
mation. There is a given amount of traffic 
between towns A. and B. The one line made 
to serve them can carry all that that traffic, 
and a vast deal more. But another line is 
unfortunately constructed, and then the 
traffic which, charged with one wating 
expense and spread over one capital, pai 
a handsome dividend, would fail to be of 
any adequate value when it had to sup- 
port a double set of working expensesand 
to pay interest or dividend on two capi- 
tals. The amalgamation cannot get rid 
of the extra capital spent, but it can re- 
duce to a minimum the working expenses 
of the two lines. Duplicate lines in 
America, where the traffic is principally 
goods, are not so objectionable as in some 
parts of England where the traffic is en- 
tirely in passengers. We have the specta- 
cle here of two lines proceeding out of 
stations situated side by side, with a train 
on each line starting at the same time, 
destined to reach one point, so that two 
trains are running almost within sight of 
one another, employed in conveying pas- 
seagers which used to go in a single train, 
and could just as well be carried by one 
as by two trains. The extravagant folly 
of such a course could only be equaled by 
& man using two carts instead of one for 
a load barely sufficient for one. Amalga- 
mation cures such an evil as this. In a 
less degree the same remarks apply to 
goods traffic. 

But the public might say, “ What care 
we whether your trains pay or not?” 
The public, though many of its members 
may not know it, have a deep interest in 
railways paying good dividends. When 
lines are poor the tendency is to raise rates ; 
when rich, to lower them. Anda rich 
railway company keeps its line and stock 
in better order order than a poor one.— 
Herapath’s Railway Journal. 


Mi 


A RESPONSIBLE BRIDGE-BUILDINGQ 
FIRM. 








We would call attention to the advertise- 
ment of Messrs. Kellogg, Clarke & Co., of 
Phoenixville, Pa., in our columns. The busi- 
ness of iron bridge-building, though compar- 
atively in its infancy, is destined to become 
one of the largest and most important of our 
manufactures. Many bridge-building firms 
are starting up all over the country, all pro- 
fessing to be able to build first-class iron 
bridges of any required spans, at the shortest 
notice, and for the lowest price. 

The railroad potentates, however, the Joys, 
Thomsons, Vanderbilts, and others, who 
control so much of the railroad interests, are 
slow to deal with manufacturers until they 
have shown by their past works that they 
know how to build safe and substantial 
bridges, and confine their orders to such as 
have abundant resources, such as work-shops, 
foundries and rolling-mills, so that what they 
undertake they can carry out, and have a 
reputation which is a sufficient guarantee for 
excellence of workmanship. 

Among such bridge-builders are Messrs. 
Kellogg, Clarke & Co., to whom has just been 
awarded the contract for the construction of 
the new double-track iron railroad bridge over 
the Hudson River at Albany, described else- 
where under fhe head of ‘Mechanics and 
Engineering.” 





—According to the Hannibal Courier the 
Hannibal & St. Joseph Railroad Company 
are turning out their shops in Hannibal 
nine freight cars per week, and two pas- 
senger coaches per month. The Company 
have ordered three hundred additional 
freight cars and five new locomotives. 
Seven freight trains leave daily for the 
west. 





—A large foree of men and teams was 
to commence work to-day on the North- 
ern Pacific Railroad at the Dalles of the 
St. Louis River, a few miles west of Du- 
luth. 





TO ADVERTISERS. 





THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 


K 





LLOGG'S LIST, 


CONTAINING 


250 Country Papers. 


OF THESE, THERE ARE ABOUT 


Tllinois. 

Indiana and Michigan. 
Iowa and Missouri. 
Wisconsin and Minn. 
** Ohio and other States. 


sh hoe 


Terms of Advertising, 


$2.50 per Line, 


WITH A LIBERAL 


Discount to Heavy Advertisers, 


THIS 18 BY FAR 


The Cheapest Advertising 


EVER OFFERED. 


Advertisements received only for the entire list, 
or for our sub-lists of about eighty-five papers 
each, at $1.00 per line. 

Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselves 
of the unusual facilities of the undersigned for in- 
erting advertisements in TWO HUNDRED AND 
FIFTY 


LEADING COUNTY PAPERS, 





For further particulars, call upon or address the 
proprietor ef this paper, 


A.N. KELLOGG, 


99 & 101 Washington St., 


CHICAGO, ILL. 


Great Western R’y 


OF CANADA. 


S.000 Tons 


— oF — 


IRON RAILS 


FOR SALE! 


The Great Western Company invite tenders for 
about 5,000 tons of old and ee, worn-out iron 
rails, delivered at their dock, at Windsor, in one 
month, ee of August next. 

The rails are of the usual flange pattern, fish- 
ointed, four inches high, four inches breadth of 

™ ete | 65 tbs per yard. 

Terms—Cash on delivery. 

Sealed tenders will be received (in gold or Unit- 
ed States currency), and must be sent to the under- 
signed on or before 15th July next. 

JOSEPA PRICE, Treasurer, &c. 
CHIEF OFFICES 
Hamitton, ONTARIO, 27th May, 1870. 


JOHN S, NEWBERRY,...--..-.---eeeeeeee President. 
E. C. DEAN,..-.----+--- sees Treasurer and Manager. 








Michigan Gar Co,, 


MANUFACTURERS OF 


RAILROAD CARS! 


200 Larned Street West, 


DETROJIT, - - - MICH. 





JAS. McMILLAN, Sec, JAS, McGREGOR, Sup’t. 
AMERICAN 


Hand Stamp and Patent Company. 


Manufacturers, Agents and Dealers in 
Hand Stamps, Notaryr’s Seals, 
Burning Brands, Baggage Checks, 
Stencil Cards, Plates, 
Inked Ribbons in any Size. 
Manufacturers of 


Secor’s Patent Pen Racks, Embossing Seals, with 
Changeable Date, Secor’s Patent Writing 
and Shipping Ink im all Colors. 


Secor’s Repeating Lights, 
IXL Draw Lights, IXL Lanterns, 


Sewing Machine Castors, for all Machines, 
Secor’s Patent Magic Star Pad Ink, 
im ali Colors. Also, dealers in 


PORTABLE PATENTS 


OF ALL KINDS. 


Office, 139 Madison St., Room 55. 


W. P. JORDAN, Pres. L. A. MARTIN, Sec 
GEO. E. 8. SECOR, Treas. and Gen, Supt. 
G2 Agents wanted in every city or town. 


HARRISBURG 


CAR MANUFACTURING CO., 


Harrisburg, Pennsylvania, 


MANUFACTURE 


Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND ALL OTHER EINDS OF 


RAILROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


RAILROAD FORGINGS! 


W. T. Hitprup, Superintendent. 














Wr1aM ConpEr, President. 
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J. M. BRADSTREET & SON'S 


IMPROVED 


Mercantile Agency, 


WILL ISSUE 


THEIR NEXT VOLUMHE, 


JULY ist, 


1870. 


It will be found, as usual, very complete and accurate, and is 
recommended with confidence to the Mercantile 
Community. 


POCKET EDITIONS, IN HANDSOME & CONVENIENT FORM, 


WILL BE ISSUED AUGUST FIRST. 


J. M. BRADSTREET ck SON, 
Cor. Lake & Dearborn St., Chicago. 


JOHN M. KEESE, Sup’. 
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UNION TRUST CO., 


OF NEW YORK. 
No. 73 Broadway, cor. Rector St. 
Capital, - - 1,000,000, 


[All paid in and securely invested.) 


INTEREST ALLOWED ON DEPOSITS, which 
may be drawn at any time. 

This Company is by law and by the order of the 
Supreme Court made a legal depository of money. 
It will act as Receiver in cases of litigation, take 


o—-< of, an e the safe keeping of all 
aE ge ~ and collect coupons and 


oa aa a 

It ie authorized by law to accept and execute all 
TRUSTS of every description, in reference to both 
real and personal =. committed to them by 
any person or or transferred to them 
by we & of any of the Courts of Record, or by any 

urroga' 

It Is eapedtally authorized to act as Register and 
Transfer agent and as Trustee for the +o of 
issuing, registering or countersigning certifii- 
cates of stock, bonds or other evidences of debt of 
any al association, municipality, State 
or public authority, and will pay = and divi- 
dends on such terms as may be agreed 

ving special prowsinence to this department 
olits business, attention is particularly called to 
the paramount advantages of employing titis com- 
PANY in the capacity of AGENT, TRUSTEE, RECEIVER 
Or TREASURER, in preference to ao aed bg pepe of 
INDIVIDUALS. A guarantee capital of ONE MILLION 
DOLLARS specially invested ve requirement of its 
charter, and a perpetual succession ; a central and 
rmanent t place of of business, where —— can 
Be tranee daily, without disap; or 
delay : a has operations directed and controlled ‘5 a 
responsible Board of Trustees; and its entire man- 
— also under the supervision of the Supreme 
ourt and the Comptroller of the State. 
metant and Pespensible a Seow. 
vision, Guaranteed Security and B 
ience and Facilities, may re “ey strongly 
urged IN ITs FAVOR on the ene 
Ussoreaiaty of Life, the Piccteaiees of jusiness, 
Individual Responsib 
ience on the other. 


ISAAC H, FROTHINGHAM, President. 


AUGUSTUS SCHELL, 
HENRY K. BOGERT, 


TRUSTEES. 


A.A JOHN V. L, PRUYN, 
HORACE ®. CLARK, BENJ.H. HUTTON, 
DAVID HOADLEY,’ JAS. M. Mc 


Permanency, Co 


lity and General Inconven- 


{ Vice-President, 


EDWARD B. WES , W. WHITEWRIGHT, Jr. 
GEO. G. W. * HENRY STO 

J. B. JOHNSON, HENRY E. DAVIks, 

GEO. B. CARE. 


. ART, SAMUEL 
PETER B. SWEENEY, CORNELIUS D. woop, 
, 8 B. CHITTENDEN. 


CHARLES T. CARLTON, Seoretary. 


John Blakeley, 


DEALER IN 


WOOL AND COTTON WASTE, 


For Railroad and Steamboat Use, 
Steam Packing, &. 


233 Church Street, Philadelphia, Pa. 


SOLE AGENT FOR 


Cleveland Steam Gauge Co. 
HOLT’S PATENT STEAM GAUGES, 
For Locomotive and Stationary Engines, 
Locomotive a > A Water Gauges and 








— 


ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE S8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 


Removable Globe Lanterns. 


O. A. Boaus, Pres, Jas. E. Cross, Sup’ 
A. H. Gunn, Sec’y. Jd. M. A. Dzw, At Sup 


Wi. U. THWING, 
PATTERN 


Model Maker ! 


Calhoun Place, Rear of No. 120 Dear- 
born Street, Chicago, Third Floor. 


Employing none but the best workmen, and hav- 
ing superior toe I am prepared to do the best 
work wing & ¢ best materials) at low figures, and 
= satisfaction. Patent Office Modelsa 











HARRISBURG 


Foundry and Machine Works | 


(Branch of Harrisburg Car Mfg Co.,) 
Harrisburg, = - Pennsylvania. 


MANUFACTURERS OF 


MACHINISTS’ TOOLS! 


— SUCH AS — 
LATHES, PLANERS, 


Shaping and Slotting Machines, 
Bolt Cutting & Nut Tap- 
ping Machines, &c. 


W. T. Hiuprvp, Treasurer. 
THE BEST 


FIRE PROOF SAFE 


IN THE WORLD, 
Is now Manufactured 


IN OHICAGO, 
-BY- 


HERRING & CO, 


40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
Is Manufactured in Chicago by ee €& Oo. 


The above Bankers’ Safes are 


or Franklinite) reno ae A. | 
which pe drilled by a Burglar. 


HERRING & CO., 40 State St. 
Manufactory::—Corner 14th St. and Indiana Ave, 

















ANDREW CARNEGIE, THos. M.CARNEGIE, 
———.. VICE-PRESIDENT. 
MAN, GEN. SupP’r. 


THE UNION IRON MILLS, 


or PITTSBURGH, Pa. 
Sole Manufacturers, under our own Patentaj of 


IMPROVED “I” BEAMS, 
CHANNEL BARS, 
Best Quality of 


LOCOMOTIVE & CAR AXLES, 


(* KLOMAN ” Brand.) 
‘“* Linville & Piper’s Patent?’ 


Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 
—aND— 


“Upset” BRIDGE LINKS 


GENERAL WESTERN OFFICE: 


No. 13 Fullerton Block, Dearborn-8t., 
CHICAGO, ILLINOIS. 


THE UNION IRON MILLS ng all 
sizes of Pipe Iron, Merchant Bar, Ham- 
mered and Rolled Locomotive and ro Axles, from 
the very best iron. — Bars (or —_ Plates,) to 
on =! atterns of Rails. Bridge Iron and Bolts, 

Beams, Girder Iron, Channel Iron, &c, 


WALTER KATTE, Western Agent. 


The Mercantile Agency, 











R. G. DUN & CO.’S 


Reference Book! 
For the Semi-Annual Term, commencing July 1st, 


It contains the names and business of individual 
traders and firms throughout the States 
ond Territories, Canada and Nova 
Sco their 


CAPITAL, CREDIT AND STANDING 


In the communities where they reside, revised by 
theirown Exclusive Agents and Correspondents, 
upon fresh detailed reports. 


Several Thousand New Names 


Have been added since the last volume, and a vast 
number of changes made in old quotations. 


Names no longer in Business have 
been Dropped. 

This work has been faithfully executed with 
labor and care at great expense, and is offered to 
business men with the fullest confidence in its ac- 
curacy > reliability. For every estimate and 
gradation of credit in each individual case a report 
can be found upon the 


RECORDS OF THE AGENCY. 


Tus ReFerence Book may be seen at the office 
in New York and the other cities, and with 


Claims for Collection 


attended to throughout the United 
tates and the British Provinces. 


The aim of the Publishers has been to 
Standard Reference Book upon which nsers 
of credit may rely with confidence in its f edom 
from inflations or exaggerations. The tendency 
has been to moderate rather than over-estimate. 


bw J a * ra  fgent improper 
List of National Banks, 
With their Capital and Officers appointed. 


y was eneemed in 1841, 
PR — Kay Fy ties, and the faith fu 
performance of its Fy ~~ to make it 


reer 


posues a 


THE STANDARD AGENCY. 


—_—~——— 


R. G. DUN & CO. 


OFFICE: 


101 & 103 Wabash Ave., 


CHICAGO, ILLINOIS, 
ALEX. ARMSTRONG, Manager. 


Manager of the Pitesburgh Branch from 1854 to 1856 


WALL PAPERS! 


WINDOW SHADES, &c., &c. 


BE ey ey of the finest im 
APERS and Winpow Saves, for sale 
fEDUCED ) PRICES, at 
No. 89 Randolph St. 
Orders from the city or country for Paper 
A A y A Painting aod 
The best workmen em 








attended 
and satisfaction guaranteed. 


¥F. E. RIGBY, Jr. 





KELLOGG, CLARKE & CO., 
Engineers & Iron Bridge Builders, 


OF PHENIXVILLE, PA., 


Will henceforth have their Principal Bueinees Of- 
fice at 410 Walnut St., Philadelphia, to 
which all correspondence should be addreseed. 
Circulars, plans and prices sent on application. 


AKRON CEMENT. 
Union Akron Cement Company, 


SOLE MANUFACTURERS. 
OFFICE AND WAREHOUSE: 
88 MARKET S8T., CHICAGO, 
20 Central Wharf, Buffalo. 


Orders Railroads, and 
Builders, prompts tina.” ° —_ 


IRON BRIDGES, PIVOT BRIDGES 


— AND — 


Trurn Tables. 


F.C. LOWTHORP, 
Civil Rngineer, Patentee & Builder, 


78 E. STATE STREET, 
TRENTON, N: J. 


F, E. Canda, 
BRIDGE BUILDER 
GENERAL CONTRACTOR. 


No. 28.Clark St, 
CHICAGO,- - ILLINOIS. 
L, 0. BOYINGTON. ew il. A. BUST. 


Boyington & Rust, 
BRIDGE BUILDERS, 


CONTRACTORS. 


Nos. 2 and 8 Andrews Building 
157 LASALLE ST., CHICAGO. 


Builders of Iron, Combination and Howe Truss 
Railroad and Highway Bridges, Roofs 
and Engine Turning Tables. 


SEWER PIPE, DRAIN TILE, 


Bath Brick & Fire Brick, 


Manufactured and Sold by 


THE JOLIET MOUND (0,, 


Joliet, Will Co., Lilinois, 


Office and Yard in Chicago, 
Cor. Washington & Market Streets. 


a” Orders and inquiries promptly attended to. 
JOLIET MOUND CO, 


RUFUS BLANCHARD, 


146 Lake &t., Chicago, 
Has Issued aNEW STYLE of 


MAPS! 


IN FLEXIBLE CASES, 
Which are both cheap and convenient. The follow 
ing States are now ready: [llinois, lowa, Missouri, 
. Ne Minn Wisconsin, 
Michigan and Ohio. Mailable on receipt of 


cents. They show the counties, towns and rail- 
roads and ore fine specimens of workmanship. 


TRON AND BRASS CASTINGS. 
Murray tron on Works Company, 


BURLINGTON, 10WA. 


fen, 5 Brase, Gun and Be}l metals, of 
description, in green or ay sand or loam, 
with or t attention to 
Car Brasses, Babbit Metal, 
KR — Bells. 


WATERS’ PATENT 7 LIME Mi EXTRACTING HEATER, 


Bartlett's Pat. Automatic Lubricating Sleeve. 
C. L. RICE, Paesipent 
SAM’L R. BARTLETT, ‘Bec. and Treas. 
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HUSSEY, WELLS & CoO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF 


CAST STEEL: ! 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention paid to the Manufacture of 


Steel for Railroad Suvplies. 


ELOMOGENHOVUS LIUATES,’ 
For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANE PINS, CAR AXLES, &C. 
Also Manufacturers of the Celebrated Brand, 


“ Hussey, Wells & Co, Cast Spring Steel,” 


&@ For Elliptic Springs for Railway Cars and Locomotives. _a§ 


Office and Works, Pittsburgh, Pa. 
BRANCH WAREHOUSES: 
88 MICHIGAN AVENUE, CHICAGO. 
189 & 141 Federal St. Boston. | 30 Gold St., - - 


Union Car Spring M Mfg Go. 














Sole Proprietors of the 





Wool-Packed Spiral. Hebbard. 


HEBBARD CAR SPRING! 
Offices: No. 4 Dey St., New York, and 19 Wells St., Chicago, 


FACTORIES : JERSEY CITY, N. J., and SPRINGFIELD, MASS. 


Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 














ew Rubber Conter Spiral Spring. 
VOLUTE BUFFER, INDIA RUBBER, RUBBER 
CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINGS. 


Volute Buffer Spring. 


No. 1 Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO, 


WORKS ON 129th AND 130th STREETS. NEW YORK. 


LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


I8 PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORE, 


And all other Kinds of 


CARS! 
Also, TRON and Every Description of CAR CASTINGS Made to Order. 


DR.AC. D. GLONINGER, President. 








J.M GETTEL, Superintendent. 


- New York. 





PITTSBURGH CAST STEEL SPRING WORKS. 
A. French c& Co., 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FROM BEST CAST STEEL. 
OFFICE AND WORKS:—Cor. Liberty and 2ist Sts.. PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 








J. H. LINVILLE, PRESIDENT. A. G. SHIFFLER, SUPT & TREAS, 


The Keystone Bridge Company 
OF PITTSBURGH, PENN. 
Office and Works, 9%h Ward, Pittsburgh, Pa. Philadelphia Office, 426 Walnut Street. 


GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 
CHICAGO, ILL. 


J. L. PIPER, GEN. MANAGER. 





(2 This Company possess unrivaled facilities for manufacturing and erecting every description of 
Iron and Wooden Railway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Linville and Piper»? Patent Iron Bridges, Self-Sustaining Pivot Bridges, 
Suspension Bridges, and Ornamental Park Bridges. Contractors for Wooden or Iron 


Bridges of any pattern, as per plans and specifications. Circulars sent on application. 
WALTER KATTE, ENGINEER. A. D, CHERRY, SECRETARY. 


THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pa., on the 
line of the Pennsylvania Central R. R., has now stood 
the test_of practical use on the above Toad, the Phila- 

hia, Wilmington & Baltimore and Philadelphia & 

eading Railroads, for the past two years, and proved 
itself to be what is claimed for it—a — gee ad 

against the unscrewing or receding of nuts. Its sim- 
“ icity, efficiency and cheapness over any other ap = 
~ jance for the purpose should recommend it to 
attention of all persons having charge of Railroad 
tracks, cars and machinery. 

It is "especially adapted to, and extensively used by 
leading Railroads of the country for the purpose of se- 
curing nuts on railway joints. 
= The accompanying cuts show the application of the 

yo i> Washer. For further information, con y to 
A. GIBBONS, Coatesville, Pa. 


ee C. Clarke & Co., 


FIRE & MARINE INSURANCE. 


No. 15 Chamber of Commerce. 
GEO. C. CLARKE. SAM’L M. NICKERSON. 
AGENTS FOR 


New England Mutual Insurance Co., of Boston, 


ASSETS OVER $1,140,000! 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 























Independent Insurance Company, - of Boston, 


ASSETS OVER $500,000. 


North American Fire Ins. Co., of New York, 


ASSETS OVER $7'70,000. 


Excelsior Fire Insurance Co.,- - of New York! 


ASSETS OVER $840,000. 


Fulton Fire Insurance Company, of New York, 


ASSETS OVER 8810,000. 


OMNIBUSES 


—-OF—— 















EVERY STYLE! 





LIGHT, STRONG 


— AND— 
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GENERAL FREIGHT DEPARTMENT. 


The Illinois Central Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


* 8 4 war 
Cairo, St. Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD, JACKSONVILLE, 


And All Points in the Central and Southern parte of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to 
EF'reeport, Galena and Dubudue. 








t® Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as by any other Route. 
BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 


THEY ARE ENABLED TO TAKE FREIGHT To atu Pormrs West or DUBUQUE 
tw WITHOUT CHANGE OF CARS! 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked : 


“Via Illinois Central Railroad.” 


For THROUGH BILLS OF LADING, and further information, 
apply to the Locan Frrieut AGENT at Chicago, or to the undersigned. 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen. Freight Agt. 


LESCHOT’S PATENT 


DIAMOND POINTED 


Steam Drills 


—— FOR-—— 


Railroad Grading, Well Boring, Prospecting, &c. 


and economy of these DRILLING 





















The peogaatied eflicienc 
MACHINES are fully estab —- and A are = superseding 
all other inventions for ROC G. They are 
constru of various sizes and Ra to ty different classes 
of work, Lye — to et emmy bane — ope wet $ 
toshafting, tunneling, pros ng an open cut work in mines; 
also to be vy Railroad and Sub-marine ae They 
operate See without percussion: and produce a preety 
cylindrical hole of uniform diameter. Their usual rate of 
is three to five (3 to 5) inches per minute in hard rock; eight rd 
ten (8 to 10) inches per minute in slate and sand tock, and 
eighteen to Sy two (18 to = inches per minute in coal. 
TEST CORES, in the form of solid — of rock or mineral 
may be taken out of mines from any depth—not exceeding one 
thousand (1,000) feet—showing the a ogical formation, char- 
acter of mineral de: its, &c. These drills never need sharp- 
(com and rf aa Bee in boring—as the cutting points 

s,) are practically indestracti- 
ise ngines, Steam Pumps, and all necessary tools 
furnished dri Illustrated cirealer sent on application. 


SEVERANCE & HOLT, Manufacturers, 
Office, 16 Wall Street, New York 








eS 
xX 
is 
EE 











FMANUFACTURERS OF 


Superior Cast Steel Files. 


LANCASTER, PA. 








The National Tron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works,} 
ESTABLISHED 1847. 


DANVILLE, PEBPNNSYLVANTIA. 
MANUFACTURER OF 


RAILROAD IRON, 


RAILROAD CHAIRS, SPLICE BARS SWITCH Bons, araups AND 
LEVERS, HOOKHEAD AnD SUNK BEAD SPIKES GE AND CAR 


BOLTS, ROLLS AND ROLLING @ MILL MACHINERY, BLAST  PORNA CE 
CASTINGS AND MACHINERY, STRAM ENGINES AND BOILERS, 
IRON AND BRASS UASTINGS, ENGINE AND 
MACHINE WORK, STEAM & WATER 

FITTINGS, &c. 


de. 
WM. HANCOCK, Presiden 
P. Cc. ‘BHINCK, Vice-President, 401 


BENJ. J. WELCH, Sec, 





THE 


“RED LINE!” 


— RUNNING OVER THE— 


Michigan Southern and Lake Shore R. R.’s, 


— WAS THE — 


FIRST LINE to CARRY FREIGHT BETWEEN the EAST and WEST, 
WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 


NEW YORK AND BOSTON, 


IN FOUR AND FIVE Days! 











e@ Contracts made at the Offices of the Line... 


Cc, Shutter Agent, A. Cushman. Agen 
’ 7 Broadway, New York. ft) Beat House, Boston, Mass. 
W. D. MANCHESTER, Agent, 54 Clark St., Chicago. 


Great Central Route. 


so eet INI E:.” 


ORGANIZED dsencanaate 1, 1867. 











1870. 








OWNED AND OPERATED BY THE 

Michigan Central, Illinois Central, Chioago, Bur- 
lington & Quinoy, Chicago & Alton, Great 
Western (of Canada), New York Central, 
Hudson River, Boston & Albany, and Provi- 
dence and Woroester Railroads. 


Tne * BLUE LINE ® is the only route that offers to shippers of freighe the advantages of an 
unbroken gauge — from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension Bridge and Buffalo. All Through Freight is then transported between 
the most distai. points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been | ly increased. is Line is now prepared to extend 
facilities for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


+ saeancigt The Bluc ITine Cars 


are all of asolid, uniform build, thus large nt ai lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent difficulty of repairs, while remote from their own roads. The 
dlue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run acon with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. cial care given to the Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all ae +--+ yn 

Claims for ove: on loss or el settled upon their merits. Be particular and direct 

d and consigne 


BLUE LINE.” 


FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 


and ton. 
J.D. HAYES, Gen. MANnAGER,. ..Detroit. | P. K. Ranpatu,..No. 11 State St., Boston 


C. E. Nosuz,....No. 8 Astor House, N. Y. | F. A. Hows,....31 Dearborn 8t., Chicago 
eS era uincy, + , A» STREET, . .81 Dearborn St., Chicago 
Gero. E. JARVIS, on 273 Broadway, Pig fs ccsessoccetone Cairo, Ill 


EN. ¥? Me Aer. sali Central Railroad, berg 
rv. Grr. West’n R. R., No. 91 Lake St. hicago. 
N. A. SKINNER, Fre ne a Michigan Central Railroad 


Empire Line?! 


Fast Freight Line to the East 


TO THE COAL AND OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


WvitTrTHEouwnrT THRHANS FBTR! 


Office, No. 72 LaSalle Street, Chicago. 


GEO. W. RISTINE, Western Superintendent, Cleveland, Ohio. 

W. G. Van Demark,..265 Broadway, New York. | E. L. O’ Dennell, 
G. B. McCalloh,....42 South 5th St., Philadelphia. | Wm. F. Smith, 
JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, Chicago. 


G 
A WALLINGFOR 














PPrTT iti ttt 





Treas, —) 
ie, Pa. 


Gen. Manager, ‘Dan 


Walnut St., Philadelphia. 


W. T. HANCOCK, Contracting Agent. 
WM. F. GRIFFITTS, Jr., Gen. Freight Agent, Philadelphia. 
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HNCNGO, ROG INLAND a PACLEL 


RAILROAD. 
@ THE DIRECT ROUTE FOR #1 


JOLIET, MORRIS, OTTAWA, LASALLE, PERU, HENRY, PEORIA, 


Lacon, Geneseo, Moline, 


ROCK ISLAND, DAVENPORT, 


Muscatine, Washington, Iowa City, 
GRINNELL, NEWTON, DES MOINES, 


COUNCIL BLUFFS & OMAHA! 


CONNECTING WITH TRAINS ON THE UNION PACIFIC RAILROAD, FOR 
Cheyenne, Denver, Central City, Ogden, Salt Lake, 


White Pine, Helena, Sacramento, San Francisco, 
And Points in Uppers 





and Lower California; and with Ocean Steamers at San Francisco, for all Points in 
ina, Japan, Sandwich Islands, Oregon and Alaska, 


(ee TRAINS LEAVE their Splendid new Depot, on VanBuren Street, Chicago, as follows: 


LEAVE. ARRIVE, 
PACIFIC EXPRESS, (Sunday excepted).................. 10.00 a. m. 3.35 p.m 
PERU ACCOMMODATION, (Sundays excepted).......... 5.00 p.m. 9.50 a.m 


PACIFIC EXPRBSS, (Saturdays excepted,)............... 10.00 p. m. [Mon. ex. 6.00 a.m 


ELEGANT PALACE SLEEPING COACHES! 


Run Through to Peoria and Council Bluffs, Without Change. 
(@™ Connections at La SALLE, with Illinois Central Railroad, North and South; at PEORIA, with 
Peoria, Pekin & Jacksonville Railroad, for Pekin, Virginia, &c.; at PORT BYRON JUNOTION, for 


Hampton, LeClaire, and Port Byron ; at ROCK ISLAN , With Packets North and South on the Miss 
issippi River. 


we Th hh Tickets, and all desired information in regard to Rates, Routes, etc., call 
at the a "s Onice “No. 37 South Clark Street, Chicago. 
P. A. HALL, Asst. Gen, Supt, 


A.M. SMITH, Gen, Pass, Agent. HUGH RIDDLE, Gen. Supt, 


LEAVENWORTH, LAWRENCE 


— AND — 


GALVESTON R.R. 


OF KANSAS. 











t" The SHORTEST and ONLY DIRECT ROUTE to the celebrated 


Neosho and Verdigris Valleys of Kansas, and will be opened for business to 
the Border of Indian Territory, by October Ist, 1870. 





ee” TWO DAILY PASSENGER TRAINS EACH WAY, connecting at LAWRENCE 
with KANSAS PACIFIC TRAINS for all parts of the EAST, WEST and NORTH, and at end of Track 
with KANSAS STAGE COMPANY ’S Line of Coaches for all parts of 


INDIAN TERRITORY, TEXAS & NEW MEXICO. 


ee” Ask for Tickets via L. L. 
Railroad. 





& G e R., for all points South of Kansas Pacific 
Freight taken from any part of the East to a of track WITHOUT BREAKING BULK. 


CHAS. B. PECK, M. R. BALDWIN, 
Gen. Freight and Ticket Agent, Lawrence, Kan. Acting Superintendent, Lawrence, Kan. 








CHAS. J. PUSEY, P. 0. Address—Box 5222. EDW’D H. PARDEE. 


Pusey & Pardee, 


74 BROADWAY, NEW YorK. 


American and English Rails, 
LOCOMOTIVES AND CARS FISH-PLATES, SPIKES, &c. 


—SOLE AGENTS FOR— 


Atkins Brothers’ Pottsville Rolling Mills, and G. 
Buchanan & Co., of London. 


aS attentien given to filling orders for small T and STREET RAILS, of every 
weight and pattern 


OLD ‘RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 





WARMING AND VENTILATING 
Railroad Cars 
BY HOT WATER. 


SSSSSSSSSSSSS||STMATS_APDdpPAqoFi_dBAiAigQiHisds§f MA.AMOAPAodAios MAPA AMAygAeaAgQaQq_qq0q 





“(il 





BAKER’S PATENT CAR WARMER.—One way of Applying itt. 


A very simple, safe and efficient plan for 


Warming Railway Carriages ! 


—BY— 


HOT WATER PIPES, 


WHICH RADIATES THE HEAT DIRECTLY AT THE PERT OF EACH PASSENGER WITHOUT THE 
NECESSITY OF GOING TO THE STOVE TO GET WARMED} 


All the finest Drawing-Room and Sleeping Cars in the United States have it, orare adopting it. 
Full descriptive pamphiets furnished on application. 


Baker, Smith & Co., 
Cor. Greene and Houston Sts., N. Y., and 127 Dearborn 8t., Chicago. 


Mow Ry 


Car & Wheel Works, 


Railroad Cars, Wheels and Axles, Chilled Tires, 


Engine, Car, and Bridge Castings, of any Pattern. 
Wheels of all sizes constantly on "Handa. 











A. L. MOWRY, President, N. G@. GREEN, Treas: and Supt., 
NEW YORK CITY. CINCINNATI, ORIO. 


OFFICES: No. 80 Broadway, New York; No. 69 West 3d Street, Cincinnati, Ohio. 
WORKS: Cor. Lewis and East Front Streets, Cincinnati, Ohio. 


American Compound Telegraph Wire. 


More than 3000 Miles now in Operation, 


Demonstrating beyond question its superior worki apy and great ability to withstand the 
elements. For,RatLRoap Lings, connecting a single wire h a large number of Stations, and for lon 
circuits, this wire is peculiarly adapted; the large conducting capacity secured by the copper, wi 
other advantages, rendering such lines fully serviceable during the heaviest rains. 


Having a core of steel, a small number of poles only are required, as compared with iron wire eon- 
struction, thereby preventing much loss of the current from escape and wr materially reducing cost 
of maintenance. OFFICE AMERICAN COMPOUND TELEG APH WIR 


co. 
234 West 29th Street, New York. 
BLISS, TILLOTSON & CO., Western Agen 
wT Somh V Water Street, Chicago. 











J. E, FRENCH. W. 8. DODGE, D. W. CROSS, 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOFS. 


Established, 1859. 


No. 211 Superior St. CLEVELAND, O. 


Over 20,000 Cars covered with this Roof! We claim that these 
Roofs will keep Cars dry, and will last as long as the , 
Cars they cover without any extra expense 
after once put on. 
(@™” Senv ror CrRcuLARs. 














MANSFIELD ELASTIC FROG COMPANY 


OF CHICAGO. 


AMOS T. HALL, President, | J. H. DOW, Superintendent. 





Are now prepared to receive and promptly execute orders for RAILROAD FROGS and CROSSINGS 
warranted to prove satisfactory to purchasers 


For DURABILITY, SAFETY and ELASTICITY—being a combination of Steel, Boiler Plate and 
Wood—they are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
FROG. Orders should be addressed to 


CRERAR, ADAMS & CO., Gen’l Agents, 
18 Wells Street, CHICAGO. 


the 





Wo. 
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WCAG NOKTUWENTERY fi, W. 


Comprising the PRINCIPAL RAILROADS * CHICAGO Directly NORTH 
NORTH-WEST a WEST. 


ALL RAIL TO THE PACIFIC OCEAN! 
Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass! 9:15 P. M. Night Mail. 
10:30 A. M. Pacific Express. 9: 15 P. M. Rock Island Pass. 
10:30 A. M. Rock Island Ex Xp. ‘4:00 P. M. Dixon Passenger. 


For Sterling, Rock Island, Fulton, Clinton. Ce Rapids, Boone, Denison, Missouri Valley J 
Sioux City, Counci) Bluffs and Omiba. there connecting with the 


UNION PacrtFic RR. Ft. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacr to, San Fr 
all parts of ‘Nebraska, Colorado, New Mexico, Arizona, “ioe Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 














FROM CHICAGO oom, ist Class Fare. FROM CHICAGO Days. Ist Class Fare, 
To OMAHA.,...... 23 #20.00|To SACRAMENTO,. an $118.00 
"7 DENVER.,... - 52 70.75| ** SAN FRANCISCO, 5 118.00 


TRAINS ARRIVE: —Night Mail, 7.00 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express, 
3:50 p. m.; Rock Island Express, 3:50 p. m.; Cedar Rapids Pabeomyet, 6:50 p. m 


FREEPORT LINE. 
9.00 A. M. & 9.45 P ‘ M,. Fae Beetieny Rectieet, Freeport, Galena, Dun- 


4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 
5:50 P. M., Junction Passenger. 


TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m., 3:00 p. m.; Rockford Accommodation, 
11:10 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Junction assenger, 8:10 a. m.; Lombard 
Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


" Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
10. 00 A. ] DAY EXPRESS, for Janesville, Monroe, White water, —, — oy 
e Chien, Watertown, Minnesota Junction, Portage City, Sparta, 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du poN "Oebiiesk: 
Neenah, Appleton, and ee Bay. 
3.00 P. M., Janesville Accommodation. 

5. NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 

.e Junction, ores City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
UPPER MISSISSIPPI RIVER; on, Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay, 
and THE LAKE SUPERIOR ou TRY. 
5.30 P. M., Woodstock Accommodation. 

6:20 P.M., Barrington Passenger. 


TRAINS ARRIVE :—5:30 a. m., 7:45 a. m., 10:10 a. m., 1:00 p. m. and 9:15 p. m. 


MILWAUKEE DIVISION. 





me alee i ei aE A TG A a 8:00 A. MI. 
mtL ose (ex. Sun.) bs auke an, Kenosha, Racine and Milwaukee,....10:00 A. MI. A re + 4 Pp. M. 
EASTON PASSENGE Baia icseeenssesstescessvssnesn nnnassossnssnsenasens 1:40 A. ME. 
HIGHLAND Sei Be RaAiaalecade = -"7<*7*°--2"*--2P0 oorees-oneoessossoee: 130 P.M. 
MILWAUKEE ACC OMMODATION, with Sloe ing Gar attached.......----+«« 11:00 P- 


ANSTON ACCOMMODATION, (Daily,) from Wisconsin Div. Depot.....--..-- 130 Ps IL 
TR NOSHIA ACC OM MODATION, (Sundays excepted) from Wells Be Depot..... 4:15 P. M. 
AFTERNOON PASSENGER, from Milwaukee Div. Depot...................+++ 8 P.M. 
WAUKEGAN ACCOMMODATION, (except Sundays) from Wells St. Depot..... 5:25 P. M. 
WAUKEGAN PASSENGER, (Sundays excepted) from Wells St. Depot........... 6:15 

TRAINS ARRIVE :—Night Accommodation, with Slee ing Car, 5:00 a. m.; Day Express, 
4:30 p. m. Milwankee Mail, 10:15 a. m.; Afternoon Passenger, .m.; Wauke an Py oem 
tion, 8:25 a.m.; Kenosha Accommodation, 9:10 a.m.; Evanston Aesommnedetions, 1.50 and 4:00 p. m.; 
Waukegan Passenger, 7:55 a.m.; Highiand Park Paseenger, 4.00 p. m. 


PULLMAN PALACE — ON ALL NIGHT TRAINS. 
eoualt THROUG H TI } Can be purchased at all pee Railroad Offices 


East and South, and in Chicago at the Southeast 
H. P. STANWOOD, 


TS 3 Stations as above. 
Gen. Ticket Agt. 


GEO. L. DUNLAP, 
Western Union Railroad. 


Gen’!] Supt. 
MILWAUKEE & CHICAGO DEPOT, 
| MILWAUKEE, 











CHICAGO & NORTHWESTERN DEPOT, 
CHICAGO; 





THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


Beloit, Savanna, Clinton, Pt. Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Lowa. 
FRED. WILD, D. A. OLIN 


Gen. Ticket Agent. . &y 


CRERAR, ADAMS & CO., 


Railroad Supplies! 


CONTRACTORS’ MATERIAL. 
11 and 13 Wells Street, 


CHICAGO, ILL. 


ntendent. 














ee of IMPROVED HEAD-LIGHTS for Locomotives, 
~ and Snel Lanterns, Car = Station Lany Brass Dome 
ngs Mouldings, Cylinder Heads, and Trimmings, of 





Pan-Handle 


—AND — 


Penna Gentral Route East! 


s@e- SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “@a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JANUARY Ist, 1870, Trains for the East will run as follows: 


[DEPOT CORNER CANAL AND KINZIE 8TS., WEST SIDE. ] 


6:45 A. M, NEW YORK EXPRESS. 


(SUNDAYS EXCEPTED.) Arriving at 


CoLUMBUS..... 8:55 P. M. | HaRRisBuRG...2.30 P. M.| New York....10:26 P. M. ip — weer 
Prrrspured....4:47 A. M.| | PHILADELPHIA 2:00 P. M.| Bararmors.... 7:00P.M.| Orry.. 





--10:00 P. M, 


7:45 P. M. XiGHT_EXPRESS. 


CoLumBvs.. .11:10 A. M. | Harnrissure., 5:20 A. M.| New Yorxk.. 


12:05 P. M.| Waser 
Pirrsspures.. 7:05 P. M.| Partapevpata.9.40 A, M.; BALTIMORE... | meen. Se Ee 


9:00 A. M.| Bosron....... 11:60 P. M- 


Woodruff’s Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrruovur Cuanez! 


OMLY OME CHANGE 10 EW YORK, PRILADELPHUA, OR BALTIMORE | 


TRY THE NEW ROUTE. FARE AS LOW AS BY OTHER LINES. 


CINCINNATI & LOUISVILLE AIR LINE SOUTH. 


42 Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville. 


—— FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati ! 


THE SHORTEST AND BEST ROUTE TO 
Columbus, Chillicothe, Hamilton, Wheeling, Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 
ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 
AND ALL POINTS SOUTH, 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH WITHOUT CHANGE OF CARS! 


<45 A. M4. \'7:4A5 











ce 

(Sundays excepted) Arriving at (Saturdays excepted.) arriving at 
LOGAWGPOREG. 000 ccccccccccccccccsccesecs 18:28 P. BM. | LOGAMSPORBR. «2. occcccccccess eovccccees 1:30 A.M. 
TOROMB. ccd ccccccccccccccccseccescoces 1:40 P. M. eT re 2:49 A. M. 
Cn cccccccccoscccesceesvonceese DEPP. Me | CUMCHMMAT 000 ccccccccccccccecccs coves 10:00 A. M, 
ERDEAMAPOLED 000 ccccccorccce ceccsccoes 4:30 P. M. | INDIANAPOLIB.......00cc0scesccsesecees 6:00 A. M, 
GOUIBVILEB, oc ccccccccccccccccecccoccccs 11:80 A. M. | LOUIBVILLB.......ccccscccccccescsvescecs 3:20 P. M. 


Lansing Accommodation: Leaves 3:45 P. M. Arrives 9:15 A.M. 


PULLMAN’S PALACE SLEEPING CARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 


2 Ask for Tickets via COLUMBUS for the via HAGERSTOWN for yy 
and via KOKOMO for Indianapolis, Louisville an ints South. Tickets for sale and 
Sleeping Car Berths secured at 95 RANDOLPH STREET, CHICAGO, and at Principa 


Ticket Offices in the West and Northwest. 
WM. L. O’B I. Ss. HODSDON, 
Northwestern Pass. Agt., Chicago, 


Gen. Pass. and Ticket Agent, Columbus. 


KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


que GES gue 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 
Montana, Nevada, California and Northern States of Old Mexico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Hawnrpa & Sr. Joszrn and Norrs Missoun 
Rairoaps, at KANSAS CITY, and with Missoun: Pactrio RarLnoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 


HARKER, HAYS and CARSON, 
Pullman’s Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Hours. 


we wg & Co.'s Four-Horse Concord Coaches leave Carson daily for Denver, Central City, George- 


























Southern Overland Passenger Express and Mail Coaches leave Carson daily for Fort Lyon, Pueble 
Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 


Ask for Through Tickets via Kansas Pacific Railway, “ amoky 
Hill Route.’ Freight and Passage Rates as Low and Time as Quick as by any o 
R. B. GEMMELL, Gen. Ticket Agent’ A. ANDERSON, Gen. oy 


~ 


so ee 
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THE FAVORITE THROUGH PASSENGER ROUTE! 


Chicago, Burlington & Quincy 


RAILROAD, AND CONNECTIONS. 


$ THROUGH EXPRESS TRAINS DAILY. 








FROW CHICAGO Hours, 1st Class Fare, FROM CHICAGO Days, 1st Class Fare. 
To OMAHA, - - 23 $20.00|\To DENVER, - - 2% $70.27 
© §T, JOSEPH, - 21 19.50| * SACRAMENTO, 4% 118.00 
‘6 KANSAS CITY, - 22 20.00! * SAN FRANCISCO, 5 118.00 








Trams LEAVE Capaqo from the Great Central Depot, foot of Lake Street, as follows : 


BURLINGTON, KEOKUK, COUNCIL BLUFFS AND OMAMA, 
MATL AND EXPRESS, (Dally cxcept Sunday,)stopping a 


<4O A.M. 
tions at Mendota with Iiinois Central for Amboy, Dixon, Freeport, Galena, Dunleith, Dubuque, LaSalle, 
El Paso, Bloomington, &c., &c. 


ACTFIC EXPRESS (Daily except Sunday,) stoppin 
LO: 45 A: e verside, Hinsdale, Aurora, Leland, Mendota, Prince: 
— Roc San Crossing, Buda, aanee, Galva, Galesburg, and Monmouth, between Chicago and 


Burlington. PULLMAN PALACE DRAWING BROOM CAR attached to this train daily 


from Chicago 
, except Saturday, -) stopping a 


TO COUNCIL a AND OMAHA, WITHOUT CHANGE! 
ahs 3Q. F and* M A Iiprnaaksinane bern Chi Pine GOA are attached to to 


this train from Chicago to ey EEMA without change! Thiek isthe only Route between 


CHIGAGO, COUNCIL BLUFFS & OMAHA, 


—— RUNNING THE OKLEBRATED —— 


Pullman Palace Dining 


Cars ! 
The Shortest, Best, Quickest and only Route between 


CHICAGO c& HE OFU FE, 
Without Prnyhing He Pinat the Mississippi River J 


QUINCY, ST. JOSEPH, LEAVENWORTH AND KANSAS CIM. 
10: ML, PASHEECBAERESS, Ons eu Som 


, Wathout ye t 
. G EXP. » (Daily, except Sunday,) with Pull- 
oO pad, alace Drawin oom Sleeping Car attached, 
running through trom C hicago to spre WitHovut CHANGE: 
Pp. M. NM P (Daily, except Saturday,) with Pull- 
aay HT. 


ace Sleeping Car attached from Chicago to 


LL: a 
GALES ORG: Patace DAY Coacuss from Chicago to QUINCY, Without Change! 
2 This is the Shortest, Quickest and only Route between | ag 


CHICAGO AND KANSAS CITY, 


WITHOUT CHANGE OF OARS OR FERRY. 
TILE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 


St. Joseph, Atchison, Weston, Leavenworth, 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y. 
RIVERSIDE & HINSDALE — ~~ acrnnienaane 73 ee A. M. 1:30 & 615 P. M. 


' 

\mEp TA PASSENGER...............-.0...0055 4:15 P. M. 
OCai 1 falns AURORA PASSENGEM 00000 5:30 P.M. 
Trains Arrive :—Mail and Exprees, 3:45 p. m.; Atlantic Exp., 4:15 p.m., Samy pend Night 
Exp, 9:05 a, m., except Monday; Mendota Passenger, 10:00 a, m.; Aurora assenger, 8:15 a. m.; Quincy 
Passenger 7:30 P. M.; Riverside and Hinsdale Accommodation, 6:50 and 9 a. m. and 5: 30 p. m., except 

Sunday. 
Ask for Tickets via Chicago, Burlington & Quinc 


tained at all principal offices of connecting roads, and at Company's o 
go, at as low rates as by any other route. 


ROB’T runner? SAN Tray Wrenn? 


(ien’] Te rinten ket om, 





Ratlroad, which can be ob- 
ce in Great Central Depot, Chica- 


E. A; PARKER, 


ves. Pass. Agt. 
HICAGO. 








te> PASSENCERS COINC WEST! “a 


>» Missouri, Kansas, Nebraska, Colorado or New Mexico, S 
" Buy 'Lickets via the Short Route gs nould 


HANNIBAL & ST. JOSEPH B. R. EINE. 


Three Express Trains from Quincy or Macon to St. Joseph. 


——ALSO DIRECT—-— 


Tro hansas City 


2” WITHOUT CHANGE OF CARS! 43 
CONNECTIONS ARE CLOSE AND DIRECT FOR 


ATCHISON, WESTON & LEAVENWORTH. 


CONNECTIONS: 


AT KANSAS CITY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley 
Junction City, Fort Hays, Sheridan, &c. 

AT K ani AS Ses with Kansas City, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib- 
son, aiveston, &. 

AT ST, JOSEPH, with St. Joseph & Council Bluffs Railroad, ALL RAIL from St. Joseph to 


Nebraska City, Council Bluffs & Omaha. 


AT ome - Ay -_ Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara’ 
mie enton, 
AT COUNCIL BLUFFS, for Sioux City, all Rail. 


(2 By this Line, poeoge have choice of Overland Routes, either via Smoky Hill or Platte Route 
To Denver, Central City, Salt Lake, Sacramento, California and all points in the Mining Regions. 


Daily Overland Coaches via Smoky Hill Route leave Sheridan, end of U,P.R.R,, for Santa Fe and New Mexico, 

















Through Tlekets for Sale at all Ticket Offices, 


P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, Gen. Supt. 
HENRY STARRING, Gen. Agent, Chicago. 





Old, Feliable, Air-Line Route! 


HNGAGO, ALTON a SY. LOUIS BB 


SHORTEST, QUICKEST AND ONLY DIRECT ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


——— AND —— 


sT. Louis 
WITHOUT CHANGE OF CARS. 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 
WITH MORNING AND EVENING TRAINS 


— 2a 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 

















§2 TRAINS leave Cutcaao from the West-side Union Depot, near Madison Street Bridge._ garg 


BX PIMSS MEARE (Mxvept GamAayal). ........ ss cscvcccccscccccccccccecccccecccsceseces 8:10 A. Mm, 
LIGHTNING EXPRESS, [Except Saturdays and Sundays]...............ssss0005 9:50 P. M. 
NIGHT EXPRESS, [Except Saturdays]............ cccccccsccccccccccscecseceenecs 6:00 P. Mi. 
JOLIET ACCOMMODATION, [Except Sundays]............0000 ceccerseee seer 4:40 P.M. 
JACKSONVILLE EXPRESS, [Daily]............cc0. cecccecccncecceeeeeeneeeeees 6:00 P. M. 


Trains arrive at Chicago at 8.00 P. M., 8.30 A. M. and 6:00 A. M. Jolict Accom., 9.40 A. M. 
This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 


Pullman’s Palace Sleeping and Celebrated Dining Cars | 


BAGGAGE CHECEED THROUGE. 
Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 


De pot, corner of West Madison and Canal streets, and at all principal Ticket Offices in the United States 
and Canada. Rates of Fare and Freights as low as by any other Route. 


A. NEWMAN; Gen. Pass. Agent. J. C. McMULLIN, Gen. Supt. 


North Missouri R. R. 


PASSENGERS FOR 


‘KANSAS AND THE WEST, 


ARE REMINDED THAT 


THE NORTH MISSOURI R. R. 
— 


11 MILES SHORTER than any other Route! 


BETWEEN 


St. ‘Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


—— AND— 


<L©& MILES SHORTER TO ST. JOSEPH! 


THAN ANY OTHER LINE OUT OF ST. LOUIS. 











sae" Three Through Express Trains Daily ! “a 
Pullman's Celebrated Palace Sleening Cars on all NightiTrains ! 


FOR TICKETS, “ppt at all Railroad Ticket Offices, and see that you get your Tickets 
via St. Louis and North Missouri Railroad 
»N. PRATT, Gen. Eastern Agt., S. H. KNIGHT, Sen. Superintendent, 
JA HARLTON le ket . 
me Oe Sok. vo, Ae 


Pacific Railroad of Missouri. 


J. M. DAVIES, Gen. Passenger Agt., 
ST. LOUIS. 
THE MOST{DIRECT AND RELIABLE ROUTE FROM ST. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


sae’ WITHOUT CHANGE OF CARS! “@a 


Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 
Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fort Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WEST! 


At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 
uincy, Bolivar, § Springfield Clinton, Osceola, Lamar, Carthage, Granby, Neosho, Baxter Springs, Fort 
Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
‘Baggage Checked Through Free! 














THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cana- 
das. Be Sure and Get your Tickets over the PACIFIC R. BR. OF MISSOURI. 


Ww. B. HALE, THOS. McKISSOCK 


Gen. Pass. and "Ticket Agt. Geperal Superintendent. 





June 18, 1870 





THE RAILROAD GAZETTE. 














THREE HOURS IN ADVANCE OF ALL OTHER ROUTES! 


Sixty-One Miles the Shortest Line ! 


Only ‘Twenty-Seven Hours 


— FROM — 


CHICAGO TO NEW YORK. 





Pittsburgh, Ft.Wayne & Chicago and Pennsylvania Central 


IS THE ONLY ROUTE RUNNING ITS ENTIRE TRAIN THROUGH TO PHILADELPHIA AND NEW YORK, AND THE ONLY ROUTE RUNNING 


THREE DAILY LINES OF PULLMAN’S DAY AND SLEEPING PALACES, 


——.FROM CHICAGO TO — 


PITTSBURGH, HARRISBURG, PHILADELPHIA & NEW YORK 


ae WITHOUT CHANGE ! wa 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, 


HARTFORD, 


SPRINGFIELD, WORCESTER AND BOSTON! 


And the Most Direct Foute to Washington City. 








"Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, as follows $f 


LEAVE: 
CHICAGO. ... .cccceccceecs secccceces 
PLYMOUTH. . : ° 








sete eee eee e eres sees eeeeeeees 


HUNTINGDON... BA 
LEWISTOWN.. on 
MAMIE... << <.<0eccnsasnacesd 
aso icbac0ks eteetéenesen 
ARRIVE: 
sil ll(g Oa 
NEW YORK, VIA PHILADELPHIA...... 
rey! YORK. VIA ALLENTOWN.. 


eee cee eeeee 








BOSTON AND NEW ENCLAND PASSENCERS will 


Fast Express. | Pacific i Night Bxp : 
5 m => 

1.0A.M| 5.15 P.M 9.00 P. MBps oe 
150 P.Mjs. 910 “| 213A. MiGs mss 
“| 11.30% |p, 5.30 “ [Rees Bis 
125A.M.| 8.10 “ |We* ode 

248 “ 940 * 2 @a52 

4.30 “ |p.12.05 P. MJB hO3 

5.00 * 12.34 * pease 

64 “ | ga7 « SoA 

B.8.40 “ | 855 “ o 

10.52 “ | 6og « | South'n iy 

12.45 P.M.|s. 7.50 “ | 5.30. 

249“ | 954 “ | Tag & 

337 “ | 1043 “ | BoB « 

433 “ | 1148 “ | gog & 

8.5.45 “ | 1235A.M.Jp.10.05 “ 

704 | 145) naa 
823 “ | 259 “ | 1995 P.M. 

10.45 “ | 5.20 “ |p. 950 

1215A.M.| 7.00 “ | 410 « 

140 “ |p. 816 “ | 6.35 « 

2.20 “| 310 “ | 940 “ | 700 « 
300 “ | 643 “ 1.00 P.M.) 10.26 “ 
BL eee 12.05 P. B)........00008 
1210 | 420 8] 9.00.4. MI 700° 
« | 5.50 “ | 100P.M) 10.00 « 
0AM.) 800P.M| 1900 1 














s EXPRES Leaves ee 0 daily, except Lary, & + cotne Train,—Bag- 

mL, gage, Day a ‘nd Palace Cars RUNNING THROUGH from OM. 

an ety ag jeaves Pittsbu <i dally, except — . nh train reaches 
one hour in advance of a 


other + in time to make 
NEw pA, for BOSTON! Noother Route thro 


‘ork makes it! Arrives in 
a, Five Hours, and WASHINGTON Four tay im Advance of Rival 
ou 


HE Pp ACIF igeses yhicase and eres ony. for Philadelphia and 
ont York, with PULLMA ALACE CARS from 
leaves risburg EXP ESS x ally, except Sunday; has SLERPING CARS from Chi- 
aero 


Pittsburgh, ‘ond from Altoona to Philadelphia. This train arrives in BALTIMORE Nine 
Hours, and WASHINGION Sevea Hours, in Advance of all other,Lines ! 








Leaves Ciniong 0 daily, except Saturday and Sontag leaves 
moll, PMOHT, EXEREBS, ete: sie aeetts page ace Reo 


CAR on Monday and Thursday from Chicago to Pailadelphia and New York; has SLEEPING CARS 

from Chicago to Crestline, and from tome me to New York, Philadelphia and Baltimore. This train 
reaches BALTIMORE Three Hours in Advance of competing Routes ! 

Leaves Chicago daily, except pentes. stopping at all Stations, and feaching 

MAIL Crestline the same evening [where re can transfer to Day aprons] 


leaves Crestline ee ime next manne, and hn Pittsburgh daily, except Sunday. bLE PING 
CARS from Pittsburgh to Philadelphia. 


; SOUTHERN EXPRESS 


risburg for 








Leaves PITTSBURGH daily, exce cons Monday, with 
ery eo aman CARS to Philadelphia and New 


wil HE except 8 


find this io especially tr « ofl it Cives them an 


opportunity of Seeing the FINEST VIEWS AMONC THE ALLECHANY MOUNTAINS, 
Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost! 


All New England Passengers holding Through Tickets, will be Transferred, with their Baggage, to Rail and Boat Conneotions in 
INEW YORK, WITHOUT CHARGE. 


Close Connections Made at Lima for all Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


Aud at CRESTLINE, for CLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R. R. 


THROUGH TICKETS FOR SALE AT THE COMPANY’S OFFICES, N.W.COR. RANDOLPH & LASALLE ST., 


65 and 52 Clark St., Cor ‘Randolph and Wells St., (under the Briggs House,) and at Depot, Chicago; also at Principal Ticket Offices in the West. 
F. R. MYERS, Gen. Pass, and Ticket Agt, P, & F. W. B’y, Ohicago, 
T. L. KIMBALL, Gen. Western Pass, Agent, Penn. Central R. R., Chicago. 





iW. 0, CLELAND, Gen. Western Pass, Agt, P, Ft.W. &0. B’y, Chicago, 








Waar ts Sarp oF THE RaritRoap GAZETTE. 





“ A very neat publication in peint of appearance, 
and, as it always has been, is now a reliable, inter- 
esting and accurate journal, , ably edited in its va- 
rious departments. Our scissors have 
wandered over its columns “‘ many atime and il 4 
and ate y kT. with gratifying results.” —Buffalo 


“The news =e very full, the discussions are con- 
ducted in ~~ temper and with excellent infor- 
mation. To judge from this number, the con- 
is and “oe GazeTTe know bon en ee 
s, and what a proper weekly jou: 0' 

—New York World. 


mi y our most valuable exc em. 
Its colamns teem with reliable ormation of 
great benefit to railroad men of every section of 
the United States.”—Leavenworth ‘Bulletin: 


“Fall of pao. scientific and general, 
with re; to railroads all over the ony their 
construction, operation, etc.”"—Rochester Chroni- 


“ For railroad men and others — to keep 
themselves thoroughly posted on railroad matters 
= know of no better paper.” —Madison State Jour- 
n 

“ A most valuable thing to — age 4 and = 
railway men, the capitalist, tra’ 
and general reader. 7 Brooklyn (N. 


“As it devotes much attention adees ag 
road and industrial inte: it Ay always ~~ 
ing to Southern readers.”—Galveston ‘News. 

“ Has always been one of the best rs of the 

lew York 


country for railroad intelligence.”—. 
Commercial and Financial Chronicle. 


“In every respect a worthy representative of the 
energetic and go-ahead city where it is published.” 
—Oincinnati Railroad Record. 


“Of great interest to railroad men, and almost 
ogaek so to those who use railroads.” —Marshali 


¢ Statesman. 
‘* Makes a very handsome 
of valuable 


rance and is full 
Post, 


matter.” — Chicago 








‘* Every man who is at all interested in railroads 
would do well to take the Gazsrrs.”—Jackson- 
ville (IU.) Independent. 

“Tt ap to be in many f features the best 
journal of its class now extant. York Official 
Railway News. : 

* Animpartial and independent journal, valuable 
to every railroad man. Re —FParkersburg (W. Va.) 


“It must those a very valuable a r to stock- 
aaee -_ who are interest railroads.” 
“ Ung poser nel A ok. bey ray ~~ aamnes in the 


United 4 States.— 

“The best saemamheue + pol publish- 
ed in the West.”—Aurora sy Beacon. 

“A well-edited ,_ showin, -~ 2 and in- 
telligence. way dn ay Railway Times. Shanes 

“ Well worthy the patronage of all intelligent 
railroad men Y walanenee Gazette. 

* Replete with matters connected with railroad- 
ing.” — Holmesburg ( Pa.) Gazette. 

“* We regard it as the best railroad paper out.’’— 


** Equal in 
of America. a 
“Every railroad man reads the GazeTrs.”"— 
(l.) Leader. 


‘“*A complete re tery of railroad news.”— 
Pia.) Pucriot. 


“The best oy of its class in the United 
States.”—La Leader. 

- —— much for the fature.”"— Detroit Com- 
mercial Advertiser. 

“ A model of what a railroad newspaper should 
be.”— Chicago Tribune. 


mce to any technical journal 
Patriot. 


** An excellent journal for railroad men.” —Man- 
kato ee. .) Record. 
great interest to railroad men.”— Delaware 


(0.) Gazette, 








Broad Gauge! Double Track! 
ERIE RAILWAY. 


E=zPRESsSsS TRAINS DAILY! 
From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches ! 


A. Am. e Trains of ae Railway are run in DIRECT CONNECTION WITH ALL WESTERN AND 
SOUTHERN LINES, f 


Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburgh, 


NEW YORK, ALBANY, BOSTON, PROVIDENCE 


AND PRINCIPAL NEW ENGLAND CITIES. 


New and Improved DRAWING ROOM COACHES are attached te the DAY EXPRESS 
Running THROUGH TO NEW YORK, 


ING COACHES, Combining all Modern Improvements, 


= Ventilation and the peculiar ments for the comfort of Passengers incident to the 
BROAD GAUGE, accompany all night ht trains to New York, 


one Weg At y GERzAm estern tr: 


All Trains of Saturday run directly Through to New York. 





as Trains on this Railway will, when necessary, wait from 


@” Ask for Tickets via Erie Railway, which can be procured at 66 Clark Street, 
Chicago, and at all Principal Ticket offices in the West and Southwest. 
L. D. RUCKER A- J. DAY, WM. R. BARR, 
@en'l Superintendent, New York. | Western Passenger Agent’ Chicago. | Gen’ Passenger Agent, Now York. 
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LAKE SHORE: 


— ABD — 


MICHIGAN SOUTHERN f.W. 


THE GREAT THROUGH LINE BETWEEN 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 
AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 


& WITHOUT TRANSFER OF PASSENGERS ! -23 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 
Baggage Checked at that Station for all Points East. 











ay. EXPRESS TRAINS DAILY, [Sundays Excepted,] Leave 


Curcago from the New Depot, on Van Buren St., at the head of La Salle Street, as follows 


730A.M, MAIL TRAIN. 


VIA OLD ROAD AND AIR LINE. SUNDAYS EXCEPTED. 
Leaves 22d Street 7:45 A. M. Stops at all Stations. Arrives—Toledo, 6:20 P. M. 








{1:30 A, M, SPECIAL NEW YORK EXPRESS, 


Leaves—Twenty-Second Street, 11:45 A. MI. Arrives—Elkhart, 2:55 P. M.; Cleveland 10:40 P, 
M.; Buffaio, 4:10 A. M.; New York, 5:30P.M.; (Chicago Time) Boston, 11:45 P. M. 


This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE! 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N.Y. Central R. R. 
Only Thirty Hours, Chicago to New York! 


515 P.M, ATLANTIC EXPRESS (Daily), 


VIA OLD ROAD. 





Leave—Twenty-Second Street 5:30 P. MI. Arrives—Laporte, 8:10 P. M. (Stops 20 minutes 
for Supper): arrives at Toledo, 2:50 A. M.; Cleveland, 7:25 A. M. (20 minutes for Breakfast); arrives at 
Buffalo, 1:50 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Coach 
running Through from Rochester to Boston Without Change, making but One 
Change between Chicago and Boston. 


NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 


THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives 
at NEW YORK, 6:40 A.M. 














00 P.M. NIGHT Ei=x=PRESS 


VIA AIR LINE, (DAILY EXCEPT SAT. & SUN.) 


Leaves—Twenty-Second Street, 9:15 P. MI. Arrives—Toledo, 6:00 A. M. (20 minutes for 


Breakfast); arrives at Cleveland, 10:35 A, M.; Buffalo, 5:30 P.M.; New York, 11:00 A. M.; Boston, 
3:50 P. M, 





KALAMAZOO DIVISION. 


Leave Chicago 7:30 A.M. Arrive at Kalamazoo 3:15 P. M.; 
Grand Rapids, 8:15 P. M. 


Leave Chicago 9:00 P.M. Arrive at Kalamazoo 4:40 A. 
M.; Grand Rapids, 10:00 A. M. 


Elkhart Accommodation leaves Chicago, 3:30 P.M, Arrives 
at Elkhart, 8: 20 P, M, 





(a There being no heavy grades to overcome, or mountains to cross, the road bed 
and track being the smoothest and most perfect of any railway in the United States, this Company run 
their trains at a high rate of speed with perfect safety. 


(8" Travelers who wish to SAVE TIME and make SURE CONNECTIONS, 
purchase Tick ets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y. 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND 
BUFFALD, WITHOUT TRANSFER, and in Direct Connection with NEW YORK 
CENTRAL RAILROAD and ERIE RAILWAY. 


General Ticket Office for Chicago, No. 56 Clark Street, 


CHAS. F. HATCH, 


F. E. MORSE, 
General Superintendent, CLuvELAND, Uno. 


General Western Passenger Agent, Curcago. 








ILLINOIS CENTRAL RAILROAD, 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 


ST. LOUIS AND CHICAGO THROUGH LINE. 


9:30 A, i. DAY EXPRESS, Sundays Excepted. 


Arriving in ST. LOUIS at 10:15 P. M. 
8G This Train Reaches St, Louis ONE HOUR & FIFTEEN MINUTES In Advance of any other Route! “aq 


8:30 P, M. FAST LINE. Saturdays | Exoe roepted: 








Arriving at ST. LOUIS at 
AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATGHISON, 


—Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


9:30 A.M, CAIRO | MAIL, Sundays Boe 


Vicksburg 9:30 A. M., New Orleans 11:10 A. M. 


8: 30 P.M. easiuoan sar alee Saturdays. 


is 2:30 A. M., V' 
.. New Orleans 1:30 A. ad icksburg 5:00 P. 


4:45 P.M. CHAMPAIGN PASSENGER, 


Arriving at Champaign at 11:15 P. M. 








cepted. (40 A, M 


” THIS IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 


And all Parts of Texas. 





@ NOTICE.—This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS Q.UICEER than any other. 





THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & EVANSVILLE. 


Peoria and Keokuk Line. 
9-30 A.M, KEOKUK F ASSENGER, Sun. Brospted. 


Peoria 5:40 P. M., 
Canton 7:14 P. M., Bushnell 8:59 P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 


A Bee gen tee ee 


Peoria 6:05 A. M., Canton 7:36 A. M., Bushnell 9:25 A. M.. Keokuk 
12:00 M., Wassan | 12:40 P. M. 


THIS IS THE DIRECT ROUTE TO 


PEORIA, CANTON, KEOKUK, CHATSWORTH, FAIRBURY, 


CHENOA, EL PASO, BUSHNELL, HAMILTON, & WARSAW. 


Cennecting at PEORIA for ;: 


PEKIN, HAVANA, BATH AND VIRGINIA. 


— CONNECTING AT KEOKUK FOR— 


Ottumwa, Eddyville, Oskaloosa, Pella, Monroe, Des Moines, 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 














t= SPACIOUS — FINE SALOON CARS, with all Modern Improvements, 
Run upon all Train 


BAGGAGE CHECKED THROUGH TO AEL IMPORTANT POINTS. 


G2 For Through Tickets, Sleeping Car Berths, Checks, and information, apply at the office 
of the Company in the Great Central Depot, foot of lake ae sated 


Hyde Park and Oakwoods Train, 


7-LEAVE.—. -AR 


HYDE PARK TRAIN,... 6:00AM. 745 4M | HYDE PARK TRAIN,....*300P, M. “*SIS EM 
HYDE PARK TRAIN. . *8:00 A.M. *9.15 A. M.| HYDE P Tah "35 P, 
HYDEE ETS E80 Pe ARK TRAIN,....°6:10P.M. *7:35 P.M 


* Sundays Excepted. 
W.P. JOHNSON, Gen. Pass. Agent.’ 
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1870. 


Great Central Route ! 


1870. 





SPEED! COMFRORT! SAFETY! 





MICHIGAN CENTRAL and GREAT WESTERN RAILWAYS! 


The Great Central Route, via Niagara Falls, to 


NEW YORK AND 


NEW ENGLAND. 


Pullman’s Magnificent Palace Drawing-Room Cars, 


ew Tea, 


CHICAGO TO NEW YORK CITY, WITHOUT CHANGE. 





<_ PASSENGER TRAINS LEAVE CHICAGO, DATIISY EXCEPT SUNDAY. 
(DEPOT, FOOT OF LAKE STREET,) as Follows: 


S:00 A. M, MAIL TRAIN. 


Stops at all Stations. 


Arrives DETROIT at 5:40 Py Ml 


(SUNDAYS EXCEPTED.) 


11°30 A. M. SEO Ak reso &, BOSTON EXP. 


SUNDAYS EXCEPTED.) 


( M. Hamilton 2:35 A. 
BOSTON, 11:50 P. M. 


Tins train sshnalle a ROCHESTER (7:00 A. M.) with 


M.; Toronto 9:20, Suspension "Bridge 3:55, Rochester 7:00 A. M.; Albany, 2:00 P. 


5, Detroit 7:55 


M; NEW YORK, 6:25, 


Wagsner’s Magnificent Palace Drawing Room Cars! 
tae" RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE! 423 


5:15, P, M.,ATLANTIO, EXPRESS. 


an City, 7:18 P. M.; Niles 8:30 P. M. 
Rochester 5: 
ROM CHICAGO TO 


(DAILY.) 
A MAGNIFICENT DRAWING- ROOM SLEEPING ' 


YMamiiton 1140, Suspension Bridge 1: 1:30 P. M 


GAR is attached to this train daily, 


ieee Jackson, 1:00 A. M.; Detroit 3:40, London, 8:35, [Break- 
Albany 80 | ‘A. MS. NEW YORK, 6:40 A. M.3 BOSTON, 11:00 Ac M, 


W YORK CITY. The colobeatea 


[Supper]; 


t@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “@ 


"ar" These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGE, make this Train the favorite Train for all points East. 
SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 


tion through. A SLEEPING CAR is attached at Rochester at 5.20 P. M., running through to Springfield, Mass., thus avoiding 
transfer at Albany. Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 


Trains up and down the Connecticut. 


9:00 P, M., NIGHT , ESERESS. 


11:08 P. M.; Niles, 12:25 A. M.; Kalamazoo, 
P.M.; Hamilton, 4:35; Toronto, 9:35 ; Niagara Malls 6:18 ; ae uitulo. 


(SAT. & SUN. EXCEPTED). don, 1:4 
Albany, 6:30 A. M.; NEW YORK, 10:00 A. M3; BOSTON, 3:40 P, M, 


Marshall, 3:12; Jackson, 4:25; Grand Trunk Junction, 7:00; Detroit, 7:30; Lon- 
7:15 P. M.; Rochester, 9:10; Syracuse, 12:25 A. M.; Rome, 1:08 "Vion 940; 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICACO TO DETROIT, 
And from Suspension Bridge to New York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS Of this FIRST-CLASS LINE TO THE EAST ! 


t# FOR THROUGH TICKETS, and any and all information, Sleepin 
Great Central Depot; also at No. 60 Clark street, under Sherman House; at 
53 Clark street, and at office under Briggs House. 


H, E, SARGENT, Gen, Supt. M. 0. B.B. 


Car accommodations, &c., a 
rand Trunk Railway Office, 


W. K. MUIR, Gen. Supt. Gt. Western B. W. 


at General Office in Tremont House Bl 
Clark street, or at New York Central Railro 


at office in 
Office, No, 


HENRY 0, WENTWORTH, Gen. Pass, Agt. 





CHICAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


—ViIA-—— 


VIA MICHIGAN CENTRAL RAILROAD. 


THE ONLY ROUTE TO 


TO LOUISVILLE, WITHOUT CHANGE OF CARS. 


TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows: 


Qe MORNING EXPRESS. 
Q; OO 7 M.. nrrnes * LaFayette, 2:25 P. M.; Indianapolis, 6:00 P. M.; Louisville, 


(Exorrpt SuNDAY.) 


4:30 P. 


(Excerpt Saturpay.) 





AFTERNOON EXPRESS. 


“ee eee 6:20 ae ; an t); LaFayette, 11:30 P. M. 
Indianapolis, 2:15 A. M.; a ht teste, 4:00 P. M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 


t@ SPECIAL NOTICE.—This Train stops at Michigan City for 
er, and waits at that point for Nor! gE. Atlantic Express Est, leaving Cilcago at 4:45 a 
assengers going South, and wishing’ 1 as much time in Chicago as possible, can take the 4:45 m. Michi. 

ee Atlantic Express, and connect without fail at an City, with above Thro’ ‘Louisville 


panacea RRS EA OROSS THE OHIO + Lonteie being complete, 
tien oe sPRCSa TICKETS, via this line, apply at offices of connecting lines and at all 


HENRY C. WENTWORTH, Cen. Pass. Agent. 











Michigan Central R. R. 


LOCAL CONNECTIONS: 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
5:00 A. M. anp 4:30 P. M. Trains from Chicage Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R. 


Open to Grand Rapids. 
Trains from Chicago Connect at Kalamazoo. 


Peninsular Railroad of Michigan. 


Open to Charlotte, 
Trains from Chicago Connect at Battle Creek. 


Jackson, Lansing & Saginaw Railroad, 
Open to Bay City, Mich. Passing through Lansing and Saginaw. 
5:00 A. M. anp 9:00 P. M. Trains from Chicago Connect at Jackson. 


GRAND TRUNK RAILWAY, 


All Michigan Central Trains Connect at Grand Trunk Junction 
— FOR — 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


AND ALL POINTS EAST. 


H, E. SARCENT, General Superintendent. 








11:30 A. M. anp 9:00 P. M. 





5:00 A. M. anp 9:00 P. M. 

























































288 





THE RAILROAD GAZETTE. 





June 18, 1870 














Orricz Gen’. Sup’t U. P. R. R. } 
, Omana, Neb., . 16, 1869. 


lion. T. M. Avery, President National Watch Co., 
Chicago, lll. 


Dear Sir—During the months that I have carried 
one of your B. W. Raymond Watches, it has not 
failed to keep the time with so much accuracy as to 
leave nothing to desire in this regard. 

For accuracy in time keeping, beauty of move- 
ment and finish, your watches challenge my ad- 
miration and arouse my vride as an American, and 
1 am confident that in all respects they will compete 
successfally in the markets of the world with simi- 
jar manufactures of oldernations. They need only 
to be known to be appreciated. 

Yours, most respectfully, 
Cc, G. Hammonp, Gen. Supt. 


OFFICE OF GEN’L Sup’t H. R. R. R. } 

Nzw York, Jan. 17, 1870. 

M. Avery, Esq., President National Watch Co., 

Dear Sir—The Watch made by your Company, 

which I have carried the past two months, has kept 

excellenttime. I have carried it frequently on en- 

gines. and have been on the road with it almost 

daily. During this time it has run uniformly with 
our standard clock. Truly yours, 

J. M. Toucry, 


fr No Movements Retailed 
by the Company. 











MANUFACTURED BY 


THE NATIONAL WATCH COMP’Y. 








Psnn’a R. R. Co., GEN. Sup’r. OFFICE, } 
ALTOONA, Jan. 19, 1870. 


T. x. Twomey Esg., President National Watch Co., 
0: 


Dear Sir—This Company has purchased and put 
in the hands of its engine-men, eighty ‘‘ Raymond 
movements,” which have given excellent satisfac- 
tion and proved to be very reliable time-keepers. 
In addition to these, quite a number of Elgin 
Watches have been purchased by officers and 
employes of this Company, all of whom have been 
welt pleased with the efficiency and regularity of 
the movements manufactured by the National 
Watch Company. Sey, 

Epwarp H. WILLIAMS, 
General Superintendent. 





AMERICAN MERCHANTS’ UNION Express Co. 
Cur0aao, Feb. 17, 1870. 
T. M. AVERY, Esq., President National Watch Ce., 
Chicago, IIL: 

Dear Sir—It gives me pleasure to state that the 
two or three Elgin Watches I have at different 
times purchased for presentation have given entire 
satisfaction, and are highly valued as elegant and 
correct time-keepers. 

A very large number of your Watches are being 
carried by the Messengeis in the employ of this 
Company, and are giving entire satisfaction, their 
time-keeping qualities being implicitly relied upon. 

Cuas, Fargo. 





MICHIGAN CENTRAL R. R. Co. } 
Cuicaago, Jan. 15, 1870. 
T. M. Avery, Esq., President National Watch Co.: 
Dear Sir—I have now been carrying one of your 
Elgin Watches, of the B. W. Raymond pattern, for 
nearly five months, and it affords me much pleasure 
to testify in favor of its time-keeping qualities, in 
which, after this length of time, I have great confi- 
dence. It has from the first run very close to the 
standard time, the slight variation being uniform, 
and susce tible of correction by careful regulation. 
My experience thus far justifies the opinion that it 
is a very safe and reliable time-keeper. 
Respectfully yours, H, E. SARGENT. 





OFFICE OF THE GEN. Sur’r. C. & N. W. R’y, 
Cuicaao, Feb. 16, 1870. 


T. M. Avery, Esq., President National Watch Co.: 


Dear Sir—I have pleasure in expressing my 
opinion of the Elgin Watches, the more so since 
Ido not think there is a better watch made. A 
large number of them are in use by our conductors 
and enginemen, and other employes, and I have 
heard no dissenting opinion upon their merits. 
They run with a smoothness and uniformity full 
equal to any other watch I know of, and justify all 
your claims of excellence in manufacture and 
fitting of parts. Yours, truly, 


Gzo. L. Duntap, Gen’) Sup't. 





gin Watches! 





LAKE SHORE & Micuigan SOUTHERN KR. R. t 
Curcago, Jan. 27, 1870. 


T. M. Avery, Esq., President National Watch Co.: 

Dear Sir—I have carried the Elgin Watch long 
enough to be able to pronounce it a first-rate time- 
oe ll I am making a very careful test of its 
performance and will soon give you the results. I 
think it will show that the West can produce 
Watches equal to to the manufacture of any part of 
the world. Yours, truly, 

E. B. Parris, 

President L. 8. & M. 8. R, R, Co. 





Orrick Gen. Sup’ Erte Rat.way, t 
New York, Feb. 7, 1870. 
T. M. Avery, Esq., President National Watch Co., 
Chicago, Il: 

Dear Sir—Having for about three months tested, 
in various ways, the men pete oy qualities of 
one of your Elgin Watches, I most cheerfully award 
it the praise that it is due. For one month the 
Watch was carried by one of our Locomotive Engi- 
neers, and since by different persons, so that its full 
value as a time-keeper could be known under 
different modes of treatment. I will simply say 
that it has given perfect satisfaction, and in my 


opinion is as near perfection as I belleve it possible 
a Watch can be made, 
Respectfully yours, L. H. Rucker, 


General Superintendent. 


+ Business Office and Salesroom of the National Watch Company, Nos. 159 and 161 Lake Street, Chicago. 








JACOB R. SHIPHERD & C0., 


155 and 157 LaSalle Street, 


CHICAGO. 


RAILWAY BANKERS 


NEGOTIATE 
MORTGAGE BONDS, 
And Local Bonds issued in Aid; 


Make Advances; Complete Unfinished 
Roads, etc., etc. 


«UTE RAILROAD TICKET PRINTING HOUSE.” 
Rand, McNally & Co., 


(TRIBUNE JOB OFFICB,) 
THE LEADING 


PRINTERS, STATIONERS, 


ENGRAVERS, 


— AND — 
Blank Book Manufacturers 
IN THE WEST. 








Railroad Printing and Stationery 
a Specialty. 


Cousecutively Numbered Railroad Tickets, 
Ticket Cases, Conductors’ Punches, 


DATING PRESSES, CANCELING STAMPS, 
Erc., Erc., Ero. 


49, 51 and 53 Clark Street, 


CHICAGO. 


Established 1852. 


CLEVELAND FILE WORKS 
CLEVELAND, OHIO. 

All descriptions of Files Manufactured and Re- 

cut. Also, dealers in Best English Cast Tool 

Steel. Orders solicited and satisfaction guaran- 


teed. JOHN PARKIN, Prop’r. 














NEWS DEALERS 


Should Address Orders for 
THE RAILROAD GAZETTE, 
The Western News Company, 





AMERICAN BUILDER, 


AND JOURNAL OF ART. 
CHICAGO. 


A Paper ror Everysopy. 


Every Architect, Builder and Mechanic 
Should have It. 


Its pages contain the best and most original 
designs, fully illustrated; and adapted for general 
use, 


The original articles that. appear in each number 
of THE BUILDER, together with its Original and |. 
Beautiful Designs for 


Cottages and Residences, 
make it worth many times its subscription price. 
TERMS :—$3.00 per Year. 
Address 
CHAS. D. LAKEY, 
115 Madison St., Chicago. 


BLISS, TILLOTSON & C0, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SUPPwLins 


Ot Every Description. 


247 South Water Street, 


CHICAGO, ILL. 





L, @, TILLOTSON & 0O., N. ¥.| G, H, BLISS, CHICAGO. 


THE RAILROAD GAZETTH. 


A Journal of Transportation. 





Devoted to the Discussion of Subjects Connected with the Busi- 


ness of Transportation, and the Dissemination 
of Railroad News. 





Illustrated Descriptions of Bnginecring Works and Railroad Machinery and Rolling Stock. 
Contributions from Practical Railroad Men, on the Business of Railroading, 





A Complete Record 


NEW ORGANIZATIONS. 
PROGRESS OF NEW ROADS. 


RAILROAD LAW. 


ELECTIONS AND APPOINTMENTS, 


of Railroad News. 


ENGINEERING AND MECHANICS. 


TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 
RAILROAD MANUFACTURES. 


The Cream of the American and European Technical Periodicals, 





An Impartial and Independent Journal, Valuable to Every Railroad Man. 





SineLE Corres, ten cents each. 


Address— 





TERMS OF SUBSCRIPTION : 


Single copy, per annum,,..................eee0s $3.00 
re 11.00 


Seven copies, per annum, and one to the per- 
son who gets up the club........ eoeesensess $20.00 


CANADA SUBSCRIBERS, twenty-five cents additional. 
Extra Copies, ordered by the quantity, will be furnished at $5.00 per hundred. 


ADVERTISING RATES will be made known on application. 


A. N. KELLOGG, Publisher, 


101 Washington St., Chicage. 


